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REPORT OF JUPTTER AND #1390
CENTRADL PACIFIC AND UNION PACIFIC LOCOMOTIVES
(AT PROMONTORY SUMMIT, UTAH, MAY 10, 1869
o o A T

'Ro;( E.;'Apﬁlem .

# This report wes undertaken for the purpose of determining
whether the Wational Park Service can carry outl a stated objective
in the development of the Golden Spike Hatiomal Histowic Site. This
wag stated explicitiy in the Congressional Hearings, both in the
House and Senste Interior snd Insular Affaivs Commitiees, during
consideration of the Colden Spike bill in the 89th Congress, lst
Session. The 2ill was ena.ete& as Publia Iaw 89-—102, approved
July 30, 1965, auxhcrizing the establishment af the Golden Spike
National "L storic Site. ﬁze Hearings inﬁzcated that the scene in
which Union Pacific locomotive #119 m;d Ceatml Pacific locomotive
#60, Jupiter met, pilot to pilot, at Prcmﬁntcry Summit in the
ceremonias on M&y 10, 1869 szgﬂallzed the campletzon of the first

transcs xxtinental ra:,lroad,, shwlﬂ ba reconstmcte:i

B

The two locomotives that met at Promonfory Summit will have fo be
represented by replicas if the Congressional intent and that of

the sponsors of the lagislatiom is to be carried out. The
centemmisl date of the completion of the first transcontinemtal
raiircad ot Promontory Swummit is May 10, 1909. The Congressional
intent as evidenced at the Hearings is that the National Park Service

e o -
TS T s
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should have its development of the ares for public uge substmgiany

complets by thet time. This includes the presence there of
locomotives represanting the two historic engines, on 2 stretch of
track, at the site of the original ceremony = hundred years agd.
The 3eg3.slat.,.an authorizes the sppropristicn of not mcx‘e ‘bhatx
$1,168,000 to include r:cst of langd acquisition &nd development of
the ares. This sus includes an estinated $20C »000 for cbtaining
either original locomotives a-r the manufacture of replicas of

Fupiter and #119.%

This report attempis to set forth the proplems involved in recreabing
the Jupiter - #1197 meeting, and of determining whether 1% can he dnne
within the approximately $200,0C0 that is expected to be available
for that purpose. In azsuming this undertaking the Hational Park
Service has before it no precedent, because mever befors has it been
involved in providing so complex and sizesble antigue machinery
which is no longer manufaciured in this country. Fhen the writer
undertook to prepare this report about seven months ago, the ‘:‘sEétiOﬁ&l
Park Service did pot even know the name of Ebe manufacturer of the
original Central Pacific locomotive #560, Jupiten and cme alleged
expert who had been consulted on the point g&?ié an answer that

proved to be eatirely erroneous. This report has been pursued as

1. Zoy B. 4ppleman S-page memorandum to Chief, Division of
Interpretation, Jenuary 1%, 1996, analyses testimony of the Hearings
on intent of legislation and cormitments of Departwental and NI'S
wiblnesses.




time permitted from my regular quiles. Mr. Williom €. Everhars,
Chief of the Division of Interpvetation sud Visitor Services, and
Me. Howord ¥. Baker, Assistant Dirvector, Operations, gzve thedr

verbal aygi&wal and suppord Jor fthe work,

Conclupiong and recommendations resulding frem the study will be
sumarized first. The body of ihe report,with its appendices, sets
forth the waterials and findings on which the conclusions and
recommendations are hased.
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CONCLUSTONS AND RECOMMENDATIONS

There iz pot availoble either in The United States or elscwhere
original lacomotives simtlar to Jupiter or #119. Replicas will

have to be mnﬁfactmd..

In order to maymfacture yeplicss that will stand auy serutiny

. for accuracy of reproduction and represent sucecessfully the

Jupiter end #119, working or construction drawings of the two
iscomotives will have to be prepared.

Such working drawings cen be prepared from the basic am;rce
materisls apsembled im this veport., This is got oaly By
judgnent, but more importantly it is the judgment of several of
the best informed experts in this field whom I have consulied

on the matier.

A mechanical drafisman, experienced in drafiing of esrly
railroad and locomobive eguipment,will have to be employed %o

meke these drawings, using the material presented in this report.

I am prepared to meke a recommendation as to the person with
whom the Service should enter into 2 contract to do this work.
It will require a month or more of continuous work to prepare
the necessary drawings. The estimated cost, $1,500 - $2,000.

hen the congtruction drawings are finished, copies should be

sent to 3 mmber of prospective manufacturers to obiain temtative

bids or estimates. Only when these have been received will the
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Service know the probable cost of cbiaining the two locomotive
replicaes. All figuwres used thug far are worthless, or nearly
so. I make this statement based on the findings of this report
and of conversations with several rallrosd officials, and one
manufacturer of related types of equipment. The Seyvice estimate
given in development costs used in the Congressional Hearings
was $200,000 for both locomotives--an gverage of $100,000 each.
This was for & “shell”, and not 2 working engine. I doubt that

this will prove enough unless mauufacture is in & foreign country,

When estimates of cost have been obiained in the manner outlined
above, Service decisions wiil have to be made at once on whethey
to procesd with manufacturs, and the entire interpretive
development of the asves formlated without delay if the

development gosl of May 10, 1969 iz to be met.

The best Informed opinion, both within the railroad world and
among yrivéte students of the stemm locamotive that I have
consulted, favors a careful and authenti‘c reconstruction in the
replicas if they are underitsken, rather than an smmsement park
or Hollyweod staondard. I take this view, AaAny other is not
worth the financial cost involved and would be below our
annmﬁ:cad intégrity in the field of. higtorical preservatiwﬁ and
interpretation. There iz a large and gmwing aWarenass

throughou{: the country of this project, and strong support

existy for the making of the replicas.
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Wethod of Inguiry and Research

A word may be in opder o explain the method followed in pursuing
this study, since at the owbset I knew very little about the
tochnical characteristics of the 1869 locomotive or where information
aight be obtained quiekly¢ I had no idea of whether get‘bing the
snswers needed mld take a day, a month, & year, or indeed whether
they ever would be forthcoming.

My first move was to go £ the library of the Associ ation of
American Railroads, in the Transporiation Building, l7th and B
Stroeta, heore in Washingbon. The Associstion has ome of the largest

.3 #g? and mort vomplete reference libraries in the world on Awerican
E

locomobives and railrosd history. In 2 serdes of visits there and
in discusgions with staff members I legrned that the Library hed no
working drawings of any locomotive of the period, few historical
photographs of the lecomotives we were interested.in, and that the
answers we sought would not be forthesming guickly from thedr files.
With the help of Mra. Rowland ai the Library I d4id have quick access
to certzin published scurcés. Mrs. Frances Meilleur of the Fublic
Relations Depariment ond ¥Mr. L. T. McBougle, pecently retired from
the Asgoeiation, gave ne valusble references to Libraries, special

collections, and authorities on railroad history and early locomofives.

This was a valuable help and saved me much time.
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Acting on the suggestions recelved fron the staff of the American

Asgoeliabion of Bail.mads I continmed nﬁ; search by visits to geveral
of the wore likely instituta.ons, callections of mlroad materials,
&nei 'b,; correspﬂadence wz.th many &uﬁhcmmes in the subject across

the ceunbry. The Amrican Rai@ and Mcmtwe Higtorical Society,
with headgua.rters in Bali-:arbéﬁa Harvard Ux:iversz.ty, has been helpful,
and nar’bicularl.j through its Pacific Coast Chapte:c', of which !éh:'. Fred
A. Stindt, of Redwood City, {:alifornm, in chaémn. In ﬁarch at its
apmmal meeting and dinner, the Pac:,fic Coast ﬂhapﬁer of the Scciety
discussed the A110 and Jupiter problem conf‘ronting the Notional Park
Seyvice. As- a result, Mr. Stindt asked Mr. Gm;al& ¥. Best of Beverly

California, pesident Tocitic Gasl

Hills,/a recognized railroad historien and #,vice~-president of the
a:(:.ugf/ amc{ Zucomazﬁa4’ é/sfnca/éacre?,« MenFest s b wice-lhairman of the Facilic
3 s = & s s

/| to assist us in our work, C(3s% Chaple
" ﬂ ﬁ’e&C/;e;‘,

¥Mr, Best hes done so in correspondence and in giving a full day of

conference with me early in May al his home. His assistance has
been graclously offered on a contiming basis a5 needed. Mr. Best

has besn of important assistance 4o ne.

Anmther person who should be mentioned specially us having glven
freely of his time, wmowledge, and in suggestions is Mr. John A.
Whlte, Jr., Chief, Land Trensport Division, Nebional Huseum,

Smitheonisn Institution., His assistance alzo is available on a

continuing basis.

The body of the report, in its references and foolnotes, will reflect

the nature of help from meny cothery persons and ingtitutions.
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" IHE 4hoO STANDARD AMERICAN LOCOMOTIVE
Bafore dizcussing the two leocomotives fhat are the principsl

cencern of this studys it may be wall to describe briefly the
Jocomotive type: intoe which both the #119 snd Jupiter fell. They

were both 4-4-0's, 8-yheelers, and typical of the Standerd American

locomotive. The series of munbers in the term refer to the mumber
of wheels a Jocometive hug; the first diglt refers to the mumber of
pllot vheels, the second digit to the muber of driving wheels, end
the third diglt to the aumber of trailing iruck wheels behind the
drivers, This means that bolh the #119 and the Jupiter hadé b small

pilot vheels snd U dvivers, buk no trailing wheels..

The first 4-i~0 steam locomotive was built in 1837. Ibe year

‘before, in February, #enry R. Campbeil of Philadelphia obtained a

petent for an S-wheeled engine, Y-wbeel truck in front and U driving
vheels. James Brooks of Philadelphia began building the engine a
month later, and it was compléted May 8, 1837 2 mis was the first
of its type, and from it derived the two loctmotives thet met at
Promoniory, and all the many thousands of the Standard American
b-b-Q that operated in the United States in the last siz decades of

the 19tk Century.

. 2. leuis 7. Peale, ed.. and compiler, g&;e History of the American
Iocomotive, illustrated with original engravings, Phiia., Pa., loe
scott Fublishing Co., 1887, 46, The first 4-4-0 kad 18 inch cylinders

with a 12 inch pimton stroke, Wl inch driving wheels, and weighed

12 tons. :
Some elberiliés ~hird oo Sondard " 15 = ?re/:rgb//e Lormonols 274 Ze
ng & TH5

3"‘4’4[’:&6/ Edf/.ﬂ e .

Nt e g -



Because the k-4-0 engine became outstandingly popular and

successful, it became known us the Standard American. It was built
increasingly in the 1850's and through the rest of the cemtury. It

was the type cérmonl.v in use on American railrosds during the Civil

War period, the subsequent period of building the transcontinental
reilreoads, and the great pericd of railroad expansion in the United
States. fThe Standard American engine was used in decressing mmmber
after 1800, the last of standard geuge being mamifactured in the 1920's.
Baldwin built two k-4-0 locomotives, 3-foot gauge,for Yucatan Rellweys
in July 1946. These were the last built in this country as far as

the writer knows. There are no 4-4-0's in use today on regular.run

standard gauge track in the Unlted States or Canada.>

All the esrly famous mamuifacturers of railroad locomotives built
the 4-4-0. Such well known firms as Baldwin, Msson, Cooke, Danford,
Rogers, Schenectady, and Hinkley were household names in locomotive
mamfacture., Three manmufacturers {Grant, Rogers, and Cooke) were
located in Paterson, New Jersey, at one time. At first, the locomotives
needed for motive power to serve the developing trackage in the United

States were made in any large machine shop that desired to undertake the

tagsk. For many years the veriocus mpkers imorpqrated apecial decorative design

3. Paul T. Werner, "The 4-4-0 (American) Pype of Locomotive,” The
Reilway and Locomotive Historical Soclety Bulletlin No. 35, October 1935,
10-37, is perhsps the best discussion available of the arigzin and sub-
sequent development of the 4-4-0 in the United States. Also of some
interest is H. L. Kelso, "Eight-Wheelers,” Railroad Magmzine, February
1957, 18-27. ZL&r. Gerald M. Best to Roy E. Appleman, August 10, 1966,

%lr'
i
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and other features into their at first erude nodels. Hilliam Mason

ber‘{oj %}g /‘/6?5'7;7 J7 /u?L s
of Taunton, Masgachugsetis ig éenerally credibésd with amiee SWL the

classic design of the Standard Amevican 4ulmo,
is identified with

Ihe Standaprd American

the Golden Age of rallroeding in the United States.

Yo other locomotive design, steam or otherwise, has evep held a

cowparable place in the history of railrsag aperation over as long

a period of time. And nmost students of the subject maintain thet no
other locomotiv

e Lype ever approached it ag g creation of beauty.

Both the dupiter and the 119 ware repregentatives of the Golden Age
of the Standard Avericon hoheo,

ﬁmmmmmﬁve 8s a Thing of Pemuty
In the hey~day of the American by,

real sense a nandlicraf

the locomotive was in a

ted thing of beauty. There vers nany

manufacturars of the early locomotive, the industry resembling thai

of' the automobile in its eariy days vefore the shekedown came that

rasulted in failures s MBXgers, and the emergence of only a few glant

nanufacturers. Ig this early stage any Biz machine shoy could

undertake the manufactuye of locomotives and sach hag its
ix;dividualiﬁy in design and decoration, This was markedly so in the

185C's when fhe Jupliter and #119 weve built,

The locomotive of this time wag highly attractive ig the dark

773
Mte@ of its boiler jacket covering of Russiasn iron, red wheels

(ﬁﬁerd& ,é/acéz{dwe-wg a5 color lowdod & fﬁkg,ape(ff
and pilot or cow calcher, red smoke

=gpne @l M)

L pe -'—fd’t' fe &l

stacl}g[, varnished hardwood cab of wh ey The



o,

1
wa,lm:’s, gold. leaf le.t‘tarmg ::n greﬁn, a::é. gmeral}.y a yainte& goene

or fisure OB tha headiight anci san&h@m To: give the fznal teuch

there waa 2 likeral use of brass 28 8 material, and this was kept-
Mhly yalished ami gleamed like gold in the smahine., ﬂze lacosz;xve

fiS.ate
eng:mear af the permd. pan@arad his amim and iszyt it elean and

highly palz.sheﬁ as one muld féf samet&mg he was proud m’; an& wanted
to }.onlc a.lw&ys at 1'!:5 heai‘u éld.-timrs saJ &nd have reearded that
itmsusmlto se&anengﬂzmmztelem&ganﬁpolmhmg his -
locamotive whenever the train stepped and he had en omartunity to

do sa,

T4 should be kept in mind that both #1.19 angd Jmpiter were new

1%%0&:1\1&3 , only a few mcnths in s@rvice, when thej met a‘a

?mmontcrz. fnd one can be sure th&j werd groomed to look their

rival best on that occasion.

Th& ﬁ,.cerative paink schma of locomatives of this time can
be seen in RUMeTeus Currier and Ivea hthographzc calor prmﬁa and
other color ;:;rints showring locomotives of the peried. Although ncne
are knowm i:c e in exis‘hence for either #119 and Jupiter, it is

eer-bam tha‘h theme tm follwe& the gemral practics of the tine

ami ware smilar in decoratmn,u,

& fow examgles s‘mszing the highly decorative character of the
early is»»h-e way be of mi;erest. ﬁmre fallows a description of wha.ﬁ
Centml P&c&fie laccmctive #1, the {;avemor Stanm-d, mzxee like

woea it was nev in 1863.

[
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12 GOLDEN SFIKE No He Se

"On November 9 the camnon saluted the Governor Stanford in a
heart-stlrring suit of paint, as it chuffed along the track
for the first time. The wood-burning locomstive, ebout twice
the height of a t8ll man and 50 feet lomg, included 1ts marcon
tender, was a splendid sight. Its four driving wheels, 43 feet
in diameter, were bright red, with a gold star painted on esch
hub. The driving rods and pistons were of brass, bubier-colored
and glowing in the sunlight. So were the bell, with its orange
clapper, and the bards that girdled the gray-blue boller. The
locomotive’s cab was marcon outside and spple green inside. TIts
name was palnted in gold letters beneath the windows, whose
frames vere the color of ripe lemons. Vivid green fenders hooded
the driving wheels, and asbove them on each side of the cab was
an orange step for the erew to use for clinmbing aboard. The
smokestack and wooden siats of the cowcatcher were as ved as
the driving vheels. The headlight was mavoon, with a fat
kerosene lamp sitting inside in front of a giistening reflector.
Huge gold initials, 'C.P. R.R.,' decorated the tender's dark-red
_8ides, which bore a chirpy stripe of orange along their base.
Locomotive and tender, H‘lzen carrying a full load of water and
wood, welghed 46 tons."

Schenectady, which built Jupiter, constructed the Commodore
Vanderbilt for the Rensselasr & Saratoga Railroad in 1872, Here is
vhat 1t looked like:

"Her drivers were a brilliant red and the spokes striped with
gold, with a large gold star on each hub. Smaller gold stars
adorned the wheel rims. Her overall coloring was green and
red, gold-leaf lettering in seript. Fortraits of the handscme
Commodore himself were painted in color on two sides of her
box head-light.” 7

h. Alfred W. Bruce, The Steam Locomotive in America: Its
Development 1n the Twentieth Cent New York, W. W. Norhion &
Company, Inc., 1952, 390-30. Hereafter cited as Bruce.

5. H. L. Kelso, "Eight-Wheelers,” Rallroad Megszine,
Pebrusry, 1957, 19.

Perhaps the best source for a study of paint and decoration color
Schemes for the early locomotives is to be found in the color lithographs

« Ay

issued by the various mekers for their locomotives. See Jom H. White, Jr.,

"Locomptives on Stone," Smithsonian Journal of History, Vol. 1, No. 1,

Spring, 1966 Pfor the best discussion of this subject. Cherles E. Fisher
in The BReilwey snd Locomotive Historiecal Society Bulletin, No. 35, October,
1934, 38-51, glves & 1list of lithographs. o

T T Y
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Another writey said of these early lccomotives, "For sheer
beam‘sy of Victorian éesign ﬁhe ﬁmerieaa lacomtive of the seventies
connst be surpaaseé. What cclurful characters ?.hese engmes ware!l
ﬁae;f ware bright ;_:aint and brasﬁ trin&w’as a,mi 'bheir prayormons

gave them a éistincm theatrical appea.ranee. w6

6. Ward Kimball in Foreword, Gr&}mm, Hardy, and Paul Darrell,

American lccomotives 1871-1881, Gakland, Califormia, 195C.°

I o

bi
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THE UNION PACIFIC LOCOMOTIVE #1185

3y the Aetrof July 1, 1882, Congress suihorized the bullding of
the Upnion Prcific Reilrosd, But it wes nod until ihe following yesr,
in Masweh 1863, that Congress in another bill estadlished the gauge

the projected railroad at B feel, &7 lnches-~since known 23

e
S

standard geuge., Crliforniz wanted a S=f00t zaugey Lincoln favored
that gauge. One railread in New'Englané at the time had a T~leoh
gauge. There were meny different gauges in use threughcut the
counsry. But as it turned out, the peliticsl combine with the most
strength succeeded in gecuring leglsleition for the 4 foot, 5% inech
gauge.7 Thus both the Unicn Poeiric and Central Paeific had to build

t6 thet gouge »nd obtain locemotives to operate on that gauge track.

The Centrel Pseific broke ground ab Sacrasmento on Jangiﬁgﬁéa

ot v

1343, the Unicn Pacific at Cmsha cn December 2, 1363. 3Bui neither

ﬁhe.Union Pacifie bullding from the esst nor the Cemtral Pacific
Suilding from the west wag able fo do much until the Civil War ended.
Hish the end of the wor, iron snd culer conatruction materials and

2 menesower 1sdor supbly became zvsilsble. Bcth roilroed ccmpenies

bezen purchssing relling stock in scme jusntity ia 1866, TIn thset

7. Jehn P. Davis, The Unicn Pecific Reilway: A Study in
Railway Politics, History a2pnd Eccnomies, Chicago, 3. €. Griggs and
Company, 18G4, LiA~115, Hereafter cited asz Davis,

i
i
s
b
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THE UNION PACIFIC LOCOMOTIVE #1198

By the Acteof July 1, 1892, Congress authorized the building of
the Upion Peecific Reilresd. But it wes nob until the following year,
in March 1363, thait Congress in snother dill eastablished the gauge

of toe projecied railroad at 4 feet, &+ inches--since Enown 23

£

N

standerd geuge. Californiz wanted g Evfoot'gauge; Linceln favored
that gauvge. (One railread in Hew‘Englanﬁ 2t the time hed a Tmioot
gauge. There were meny different gauges in use thrcughout the
covntry. But as it turnmed omi, the politicel combine with the most
strength succeeded in securdng legislation for the 4 foot, 8) ineh
gouge.! Thuz both the Union Pacifie ané Central Peeiric had to build

t that gauge =nd obtain locomotives to ogerste on that gauge trsek.

The Centrsl Paciric broke ground ab Sacrumento con J&nﬁigzmga

[T

1363, the Unicn Pacific at QOmoha cn Decemper 2, 1363. 3ut neither
‘ggzkﬂnion Paciflie building from the esst acr the Central Pacifie
vuilding Trom the west wzs 2ble to do much until he Civil War ended.
With the end of the war, iron ond other conatrucition muterizals and

5 menesoder labeor supuly beeame zyailsble. BZcth rallroed companies

begzzn purchssing rolling stock in scme guanmcity in 1966, In that

7. Jeun P. Daviza, The Unien Peeiric Railwmy: A Study in
Railway Pelitics, History snd Economics, Chicago, 5. €. Griggs and
Compeny, 18G4, LiN-115, Hereafter cited az Davis.
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vesr the Union Pacific hed 25 locomotives, all wood~burners, and L

sach welghing between 25-35 tons.8 At first, the Union Pacific
fnllowedgthe pracbice of giving nemes +o ltg locomotives &s well as
numbers. The General Sherman was U,P. #l. Others were nemed after
Civil Wer generzls, =nd a fev were given geographical nemes. But
sometime in 1966 the prsciice of neming U.P. locomoiives ended.g y/a
Do sisler

Accerding to the Union Paeific list of locomotives, only the first Lecomilies #F
#//9 S _lfo

21 received names. -0 Accordingly, #119 never officially hed 2 nemewﬁézzrjzz f:re

'qu_: &?RC@&A) Jjﬁc“_ﬁf}" :
| | . i fs’hatc?(@fezt‘e” i
T nave seen occasional references o Union Poeific #119 a5 ‘if:ﬁ%ef.ﬁ1zzs
Frelaves availipie

e Plainsman,” or "Pride of the Prsiries,” I was unable tc discover

the resson for the pame until I noticed that the piecture painted on

RS

the sandbox of the engine seemed to represent g ploinsmen. T agsume,

therefore, that the name derived from that decorzticn on #119." Both
+he Union Pecific and the Centrel Pacidic numpvered thneir lecomoiives
serially as they aecquired them. Thus #119 =stands in that sequence

among the locemctives scguired oY the Union Paciiic.

8, Wesley S. Grigvold, A Work of Giantsy Building the First

e

Tpansecntinental Railrosd, New York, Toronto, London, MeGrsw-i1l Book

Dompany, 1nc., 1952, 171. Heresfter clled as Griswold. This iz the
nest resesrched, best bslanced, and most reliable generzl history of
the building of the Union Pacific and Ceptral Paeific Railroads. Mr.
Griswold is West Coast edivor of Populsr Science Monthly.

9. Griswold, 170.

10. Copy of Union Pacific Liast of Locomotives in possesszicn of
Mr. Gerazld M. Best, 511 North Sierra Drive, Beverly Hills, C:lifornia,
and exazmined by Roy RB. fpplemen, May 3, 19663 the same 1list subseauently
consulted at offices of Unlon Preific Railrced, Omaha, Webraska.
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The first U,P. lccomotives were deliversd to 8t. Joseph, Missouril
cn rallread flastcasrs on the St. Joe Rzilrosd. There they were
transferred to Miassouri River steambosts and moved upsiresm to Omeha
where they were unloaded. Thisg short river trip cost sbout $1,000
per locomotive. At this time there was no railroad conneetion from
the east with Cmaha. The nearest spproaching resilroad was the Chicago
& Northwestern Rallrcad bullding tﬁrough Icwa. The U.P. szoan found
that it eould get its locomotives to (mahe cheaper by hauling them by
ox-teams {rom the Chicego-& Northwestern Railhead 100 miles east of
Couneil Bluffs, tken ferry them scrozsz the river to QOmaha, then to meve
them upstresm from St. Joe by river steasmer, and this method was -

he m‘_;}//;aue

generally followed,++ §é£§§§§§Z§E§§Z#113Aarrived at Omsha 9y this
method, sltheugh I have seen no documentation to prove it. @%32% Ther hand, Ui
Chicage w hwthweslrn Railwad wss vunming & daily sermee & the Missouri Rver fervy si3tisn

wdsc df(wﬂe‘-/\?/a 'F'Fg-‘ 2:“’3}':75 gdr!fi &5 /{‘{5/‘13) /Xé g) J'ppé?/‘e’rz?f;/) :(’ﬂd {‘f ucu(d C?,‘?ld"od'f /f‘/i;;;’;/ -

t will e noted, in this conneection, that although the Central Therefire,
gt The F/G

Pacific had te transport its locomctives around Scuth America andéngiimfiejfj“

- . i . . . the MiSsour: Rure - ¥
Care Horn by salling vessels w0 California or carry them across the - 7
j(-vr-r sppess be

. e . . Crrghot.
Isthmus of Panoma oy the isthmus rallrosd to 2 second cceap-going
vessel, the Union Paciflc head its own kind of problem of getting

locometives and rolllng stock %o its eastern herminus at Cmaha.

About the time the transcontinental reilrosd was comrleted the

Unlon Pacific reported that L1t had bought 68 new passenger locomotives

M. Grisvold, 13657, Gerod . Fost' &, ?y v /4//%/?//('4/ //;}/pw//q, 1746,
Dasl Azs & comy o« 0*4M07%ké%%ﬁé@y/%y%/ﬂ?uf&é5%“5

S¢rvice T e Mssourl Ruves be;X' &7 (;incz?/ugaif?};
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for through traffic at a cost of $14,000 each, or a toial of $952,000.
Pasgenger cars at the same time cost $6,000, box ecars §900, and

Bagzage, meil, and express cars $3,800.12

The Central Pacific Bailroad 2t the same time hed sbout 1,000
men employed at its Sacramento shops, and 1ts rolling stock consisted
of about 150 l&comofives, 1 ,l&OO platform cars, 360 box cars, and 17

mail and haggage cars.l3

i!nien Pacific locomotive #119 was built by the Rogers Locomotive

and Machine Works of Paterson, NHew Jersey, and completed en Hovember 19,

1868, It was one of 5 freight engines the Rogers Compeny built fron
ong order, all desigred to burn bituminous coal that the Union Pacific
had discovered in workable guantities in western Wyoming. These five
locomotives were numbered 116 through 12C, and can be called sister
locomotives because all five were built from the same specifications

and looked alike.}'z” This is imporitant to know because a good

12. American Railroad Jourpal, XXV, Ho. 23, June 5, 1869, 845,

13. Ibid, XXV, No. 23, June 5, 1869, 617.

. List of Union Pacific Locomotives at the Union Pacific
Railroad, Omh?/, Rebraskas copy of same list is in possession of
Gerald M. Besty Rogers Locomotive Factory List of locomofives in
possegsion of John A. White, dr., Chief, Land Transportation
Division, Hatlonal Museum, Smithsonien Institution, gives the dates
of completion of #119 and its four sister locomotives, ag follows:
#1156, Qctober 23, 18683 #117, Qctober 27, 1868; #1318, Hovember 18,
18685 #1280 November 21, 1868. Thus, #119 was completed one day
,after #118 and two days before #120, It will be noted that all are
in conseguiive pumber according to date completed.

#119, November 19,
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photograph of any one of them will vhow the characteristics of the
others. The only differences might be the pilctorial decorations on
the headlight and the sandbox. Thesse locomotives had extended
smokeboxes becausé they were coal-burners and nesded the additional
length and space for cinder sereems. Hence the headlights rested
on the end of the smokebox rathsr than being curried on a bracket
that extended in front of the smokebox, as was the case with wood-
Tt sthould be niled, however, Hat not & eoal-burners used exleaded smoke-bores,
burners of the period.  have been unable to determine the date
#4119 was delivered at cmna and put into service, but it could
hardly have heen there and in service before the early months of

1869.

The #119 and its sister locomotives all had a stovepipe or 5fr3:'j-1€ cgppe(f

smokestack, rather than the flared, bell-shaped and dlamond stacks

so cormon at the time for the wood-burners. All had the same

driving vheel dimensions and cylinder and piston capacities. The
vital statistics for #1190 and its sister locomotives apd as follows: >

Driving Wheel Diameter Cylinder Dismeter Platon Stroke Weight

Sh.inches Jb-inches 2Y%-inches 54,000 1bs.
{engine only)

15. The dimensions of the #119 driving vheels are with steel
tires on the iron wheel center. The tires add about 3 ianches to a
wheel {ecenter) as cast for a locomotive of the 1860's. Sometimes
dimensions of driving wheels are given as center, and this mesns
without the tires added. The tires for locomotives were made of
steel 2pd shrunk on the centers imich as an Iron tire ig put on a
wood, wagon wheel.

TR Y TS I R A e o L m
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I have found no record of the history of #119 after it was
put into service other then what can be gleaned from a fow photographs
and from the Union Pacific ILisi of _Locomotivés, The photographs show
the #119 in service in western Wyoming and Utsh. It is not entively
clear how many of these photographs were taken piior to the
Promontory Swmilt ceremonies ef May 10, 1869. Since #119 was a
bituminous coal burning engine it is logical to assume that upon
arviving at Omsha, probably early in 1869 aaz indicated sbove, it was
sent immedlately to the %:estem end of the track to use the coal
available along the right-of-way in western Wyoming. The photographic
racord of the ceremonies at Promontory on May 10, 1869 show clearly
that #119 was the engine used to dvaw the Unlon Pacifie train to the
ceremonies, and that it faced Cantral Pacific #50 in the Joining of

the rails ceremony.

After the May 10 historic meeting of the locomotives at
Promontory the #119 appazently went back to the routine work of

& locemotive on a railroad.

Union Pacific #1190 was rebuilt in the early 1880's and in &he

general renumbeving of 1885 it became #343. The Historieal Record

Ligt of locomotives at Union Pacifie headquarters in Omahs indicates

e s A
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that 3% was broken up and disposed of as scrap inm April 1903. fThe

initials "B.U.", stending for.lbrolken upl, %ol its'f&tia-.,lé -

e AT

Hone of the sister locomotives of #119 swrvived it Ht g!;éz{
Two of them had heen vebullt in 1883 and 1884 with 68 inch driving
wheels, but they lasted only until 1902.

Construction Drawings for Union Pecific #1319

So far as I hove been sble to detormine there sre no construction

T ————

arawings in existence for #119. The Union Pacific Railroed has stated

that it does not have t}:w.ss-;n.‘T*'ir The successor campanies to The Rogers
Locomotive and Machine Works apparently have not retained any of the
early drawings that may once have exisied for their 19th century

locomobives. Drawings have not been found in any of the instituiional

16. The writer examined this record in Omalm, together with
subsequently dated official and wnofficisl data on U.P. loconmotives
in Unicn Pacific Railroed files, The Iocomotive Historieal Record
1igh shows that the fivst Bogers built loceomotives the Union Peeific
purchased were #28-32, in 1867. They were all 4i%-0 engines weighing
54,000 pounds for “emgines only.” The ssme list gives the walght of
#116-120 as the same, 54,000 pounds for the engines only. The U.P,
Bistorical Record gives the weight of #1190 rebuilt as #343 as 65,970
pounds in 1885’ Bttt b a—sshathar T Toag Fae amoaa ] ares
Often one will see the weight given for & locomotive without an
indication of whether it includes the weight of the tender. The early
practice generally was to give the weight of the engine without the
tender, Later the practice veersd to include the weight of the tender

- with that of the engine. A tender of the period would weighimbout

20,000 pounds empty, and sbout 80,000 pounds inaded. The tender for
#119 had 2 water tank capacity of either 2,000 oxr 2,200 gallons. I
have been unable to determine which is corrvect.

17. Itr, Ead . Bailey, President, Union Pacific Railroad
Compeny, to Representative David 5. King, September 20, 1965, copy in
files of ¥ational Park Service.
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or private collections of railroad history, nor have any of the
colleclors or experts in railvoad history I have consulted had any
kmowledge of the existence of such drawings. Only one set of _
drawings of a Rogers locomotive of the period has been found--and
this in s work published in England. It will be described later,

But first it will be in order here to record briefly the
history of fhe Rogers Locomotive and Machine Works to the present
so that this report will reflect in a summary wey the kind of
effort that hes been made to find drswings of #119.

The 1library of the Associstion of American Railroads in
Washington and the Engineering Societies Library in New York City
have a mmber of c:ataicgues and historles of the Rogers ILocomotive
Works published by the company itself. These té.ken together glve
2 good racord of the company from itg ince@;;ian- in 1831 in Paterson,
New Jersey, uwntil it was merged ,5‘“ 190& wi'hh. the ﬁmrican Locomative
.(:om_nany. The Arerican E@eomtim' Company had been formed in 1001

(2 more added later)
by merger of eight companiey, including the Schenectady Locomotive
Worka. After the mergers the main offices and largest manufactburing
fecilities of the American ILocomotive Company were centsyed at
Schenectady, Hew York-.lﬁ The company iﬁs. in regexrt‘years given way
to & new corporate firéwm- Inc.,.with operating and
manafaei:ﬁring heaéqnar‘ﬁers at Schenectady but general offices

1%. See next page.

EITATRE AT




in New York City. Inguiries directed to both places have falled
thus far to cbtain answers to questions sbout the locstion or
disposal of the early records relating to its subordinste companies,
Rogers which manufactured #119 or Schenactady which menufactured
Jupiter. It 18 of interest that both companies involved in omr
study eventusily Ba'canm part of the American IocsmtiveCampany

and now of ALCO Productis,

The 1886 edition of the Rogers Locomotive Works catalogue
and history indicates that Figure 117 seems to be the stack,
design /zfﬁ 1864, that #119 carrieé.. The drewings for cylinders
on page 51 gives thelr armngemen‘h, Faures 1h3-}.13¥ show the

. 18, Rogers catalogues of 1893 and 1397 may be found in the

. library of the Association of American Railrcads. A copy of
Iocomotives and Locomotive Building: Origin and Growth of the
Rogers Locomotive and Machine Works, Paterson, Hew Jersey, From 1831
to 1876, (published by Rogers), New York, J.W. Prati, Printer, 1b70,
mey be found in the Engineering Sccieties Iibravy, 345 East 47th
Street, New York City. The Library of the American Assoclation of
Railroads hes the same work updated and veprinted in 1886, New York,
Wm. 8. Gottsberger, Printer. This work and the Rogers catalogues
gives numerous drawings and describe the principle advences snd
chenges wade in design of locomotives throughout the period and the
reasonz for them. ' o

Of intersst also age a pumber of articles in Rallway and
locomotive Historical Aiiga¥ation Bulleftins. -See Bulletiny No. 10,
1926, 22-25, for an article by Walter A. Lucas; Bulletins Ho. 11,
1626, 22-23, has an article on the Rogers work from 1832 to 190k,
The Bulletins of the Railway and Locomotive Historical {Esceiition))
starting with No. 1 in 1981 have a weslth of informatlion on verious
asapects of Smerican railrcading. ,

The 1876 edition of the Rogers higtory and factory @atalogue
indicates that Rogers locomotives carried a steam pressure of 130
pounds per square inch, cutting off at 350% and 7O of piston stroke.
It also gives specifications of passenger and freight lovomotives
and general design om pages 49~53.

(el 1€f—
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smokehox arrangement; ang Figures 179 ang 182-186 show spring and
equalizing lavery for the Standarq Averican Loeomotive {vages 61-63).

for
In 1868 (the year of manufacture/ #113) Rogers delivered 33

holog locomwtives with 16-inch ¢ylinders, the same size ag #1195,
The next most popular model is reflecteq in 1% 18~fnch cylinger
engines, Altogether, 1% buils 70 locomcﬁives in 1868 {Table, .77},

The age of the dteam locomotive came to an end abouz 1950 with
the general acceptance of the d.iesel-electric. dearly a1l the
older lecomotive companies have diasposed of op destroyed arawings,
photographs, ang 108t of their detailed records of the steay
locomotives they hagd buiit in the previcus century. Fop :‘Lnstancé,
Baldwin (presently the‘Baldﬁin~5ima—ﬂamilton Corporation of
Philadelphia) disposed of its oldar steam locomntive drawings
about 158619

ALLO Products disposed of at Jleggt Sone of its remeining
historical records or 01d steaw locomotives in 1958, mn ¥ay of
that year the Eii:sﬁorical Center of the City ap Schenectagy recaived
from the Company all the glass negativas of photographs of
locomotiveg shipped beiween epproximately 1380-ang 1920 from the
independent Companies that hag been mergeq afi;er 190 into the

9. Ltr., Peryy 4. Hihdte, Pregident, Bal:iwin»Lim—»Hamiltan
Corporation, o Roy E. APpleman, February 22, 1966 (witn encissura
from . €. MacTnnes to White, February 16, 1566)
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American Locomotive Company, except fortha Montreal works, These

vere identifigd according to hui_ldgr’ﬁ lists ang indexed by the

History Center.cﬁ The amnouncement send oﬁt by the History Center
Stated that buildep’

Ameriesn Locomotive (Brooks s Rhode. Islang, Pittsburgh, Schenectady,

Monchester, ang Richmond) totalled
Aceording %o a statement from the City

Cocke, Bogers, Montrea:, Dickson,

345 pages.?0 Historian,

however, the records received included some 7

ceo negativés, apout

90% of which aye on glass and date between 1885 and 1925, About

10% ave on film apa date betwesn 1920 ang 1947, ALCO Products
apparently considereg the latter year ax marking the end of the age

of stgam locomotive. There Were no line drawings

for locomontives in the collection,

or specificaticns

according to the City Historian.

Cf immediate concern for our study vere the builder's ligts. of

these, tha Rogers list in the Hiztory Center collection started in

1872, that for Schenectady in 1851;21 4ccordingly, there was no

#eference in the collechion te Rogers built Union Pacific #119,

20. The writer found a eopy of this announcement from the
Uffice of the City Hlstorian, City of Schenectady, Hew York, dated

December 23, 1552, in the library files af the Simsons-Boardman

Publisbing Company, Room 1622, 20 Church Street, New York, through
the courtesy ang help of Miss Bait

h Stone, Librarian. The Simmong-
Beardman Publishing Compeay has a large apg extensive library snd
file on railresd 2istory, and Miss Stone is an vnusually well informed
person on the subject.

e Company snad its predecessors
Publishers of rallroad journsis »

century.

bave been
magazines, and booka for nesrly a

2. Ltrs., §.4. Joyca, Historian, City of Schenectady, ¥.Y, s
to Ro E. Appleman, Merch 23 and April 13, 1566.
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%{ith this information in hend, and with no cooperation to this
data fi&n ALCO magces, Inc., it appesrs that there are no com-
as'trﬁct%on idi'-awiﬁg‘s and “spér.:ific:a'tians' for the #119 to be had from
ti’ie;cmﬁganj, cr ité ccrpcrét;e successors, that mamzféctured 'ii-‘..

In the ligh'b of the information chtained é.uringthe course of
this study, it appears that most #f not all the loc_:oxgoi;ive mamufac-
turing concerns have disposaﬁ. of most of their records for the heb.o
early steam locomotives, and, further, that sbout 10-20 yesrs ago
with the advent of the digsel-glectric lecomotive and the obsoles-
cence of the steam locomotives Bearly all detailed drawings and
specifications for steam enginea ware disposed of,

There is the possibility that working drawings for the #1_19 75 el
never existed, since in-thg l%ﬁ's-mbhaés of mmfac%;;agfnot
always require camplete drawings. Basic drawings ami_ patterns were
followed for a given_‘_model and machinists probably did not need or

newo - - when orders fr s?fefﬂﬁ{aﬂ“d locomat (yos were recedved.
use,detalled drawings for all parts pei e aehien '

g o M TR R

Colburn Drawings of Rogers Locomotive

But if there are no existing Grawings of the #119, we have
aveileble drawings that are close to it and can serve as basic for
production drawings of the locomotive. Strangely, this set of
drawings appears in a British publication, in 1871, and consist of
three plates 30% b;rm,es in size, drawn to a scale of 5 inches

to 9 feet. These three plates may be described as engineering

assembly drawings. é/éarﬁ W5 & aglie of 4. liribs Sl by bocame

el ilor of s é},@-, publishes s, London, 2rdd res1 o o GosH i e
741"'/”95’5}/ /Vé’a’rs', .
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57'0% eﬂaugT(én
Plate AVIIT presents a pieser—ma/ view of the locomotive in

741}‘» f){é« : . ’ '
profile E=q right side 8%, Plate {IX presents the same view in & éﬂ !%C(C/jn&f :

- Showin
= working parts end exposeqd boller tubes. Plate XX consists

of a sevies of 10 separate drawings of details, such as view of cab
from foot plate, sechtion through cylinder, half section through
fire box, front view of locomotive, two sections of Bissell truck,
half plan of Bissell fruck, piston, plan of cylinder and valve
mation, sec*aion through gulde bars, and section through eylinder
and valve motion. The scale for Plate XY, details, is different
from the scale for the other two plates, being 3 3/% inches %o

5 feet.

This set of drawings, published in 1871 and deting obviocusly
from that year or esrlier is precisely what the #119 wqx;lé. bave
been in 1868 exéept for_i;he size of s‘irix?ing whsel, @ke box, and
fire_gi-ates. These dravings are for 2 wood burning pessenger

as (s fudicafod by Be rocking prales nd crmbastin dhaypop,
locomotive, BEiRcordiagly} they do not have the extended smoke box

that #119 hod, and the smokestack is a modified dismond stack
instead of the stovepipe variety on #119. The driving Vv.:rheela
appear to be G8-inch diameter. These are features that can rather
readily be écljusted in finsl drawings basged on /t.he Colburn plates.
Otherwise the Colburn plates represent the Union Pacific Rogers-

built #119. The essential parts are drawn and the assembly sl:own.z‘-?‘

22. See next nage.

fross
secT R
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These plates, together with the photographs of #1109 that have
been assembled, will serve ag a sufficient body of authentie source
materdal from which accurate construction drawings can be made, and
from whtich the #119 replica can be memufoctured. A set of black
line photostatic positive prinbts of the Colburn plates is included

ar Appendix A.

Welzsenborn Drawings

Of interest in this comection and possibly of some use in
rreparing the final drawings for #119, mention ahculd be made of

ether drawings, chief af which is the wnique set of constructicn

2« Zerah Colburn, Locomotive Engineering, and the Mechaniam
of Reilways: A Treatise on the Principles and Construction of the
locomotive Engine, RBailway Carriages, and Railway Plant, with
Examples (64 large engravings and 2h0 *a:mdouts), 2 vols., London &
Glasgow, Willlam Collins, Sons, & Co., 18%1. Volume 1 countains
text, volume 2 contains the plates. Thiz set iz unique in that
most of the discussion and plates relate to English manufactured
lacomotives and rolling stock, with several meodelg of French
equipwent alse featured. There is only one American locomotive
illustrated in the werk, and i% happens to be the Rogers passengey
locomotive of the peried of cur interest. In this we are fortunate.
Colburn glves the vital statistics of the Rogers L-3-0 illustrated
in Plates XVILI, ZIX, and XX as follows:

Ares of Grate 13 square feet
Heating Surface 787 square feet
Dismeter of Cylinders 16 mches
Tength of 3troke C2E fashed
Pilameter of Driving heels 5 feet 8 .mc:aes

Length of Wheel Bese {(extreme) 20 feet 1% inches
Iength of Wheel Bage to eenter
of Bogie 23 fpet
Iength of Bogie alone 5 feet ¢ inches
{Pages 266-207)
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drawings in G. Welssenborn's large folic size fwo volumss on Tailroad
locomotive and otr drafting. This work was published in 1872, with
the construction drawings in volume 2 carcying the notation, "entered
according to the Act of Congress in the year 1871..." The drawings
do. not repredont elther a Bogers or 2 Schonectady J.QMtiw, but
are of aanfnéa’, Baldwin, Hinkley, and Yew Jersey Locomotive

i mﬂféc.¢7f;xspﬁ loc.in 156 ?))
and Pransportation Company, and others, together with drawings of
tenders and cars. Most of these dravings heve features common to

both the #1195 and Jupiter.

The geot of drawings most ecaplete of all and very close to the
Jupiter, but somewhat less ao for #1197, is that for New Jersey
Iocomovive and Transportation Company wood burning passenger
locomobive #ili. The drawings are in nine plates altogether, with
4 giving elevations, valve angd link motions,' helf sections, longi-
tudingl Sgctinns, and ‘} plates incorporating a large mumber of
detailed figuwres of parts.  They are sufi'iciently aomplete so that

for przeticel purposes they may be called conatructlon drawings.

The Nev Jersa;sr Iocomotive and Transportation Company locomotive
A is similar in vital stabistics to the #119 and Supiter, except
that the length of the piston stroke is 22 inches insteed of oh
inches. I% may ne congldered a bagic source for stmig and design
of dedailas. I have found no other se;‘; of construction drawings for
the 1868 period h-U-0 MMtive, nor do any of the experts in the

fiald T have consulted know of another or of anything comparabis

e ==




%o 1%, I first found the Welssermborn work in the Engineering
Socletles Idbrary in Hew York Cii:;r,??’ A set of the Weigsenborn :‘
plates for New Jersey Locomotive and Teansportation Company | ]
locomotive #4b /zi:é constitubes Appendix B, together with certain ‘o
other locomotive plates from the Welssenborn work and four plateas ‘
showing construction details of & standard tender that would be ‘
sulteble for _7?119 and Jupiter, if modified for certain details that
show in ?kxfﬁogmphs of their tenders. -

Brief mention will be made here of other scaled drawings,
diagrams, and pictorial shketches of a2 Standard American locomobive

\
\
\
of the period that way be of some veference value in preparing the 1‘

23. G. Helsgenborn, fmerican Iocomptive Engineering and Railway
Hechanism, With a Procticnl Treatiz oy the Dreughting, Construetion
and Principles of the Iocomotive Engine and Roilway Cars; lliustrated
with Large and Detailed Engravings..., 2 vels., 26G Pearl 8treet,

Hew York, American Industrial Publishing ©o.,1872. ¥Weiasenborn was a
mechanical engineer. '"This work is unigue in that there appaars to be
pene other like it with the same degres of scaled detailed drowings
of eavly American locomotives,

According to Mr, Jdohn A, White, Jr.. Chief, Land Trsusportati
Division, Hational Museum, Smithsonian Institution, these drawings can
be used as & basic reference for both Jupifer, which was a weodburper,
and for #119 a bituminous coal burmer, simce there would be no
differences except for the extended smokebox, snd a somewha$ different
firebox and grate. The Lirebox and grate would net be greatly
different in s bitwainous coal burmer from those in a standard wood-
burner, bub inm an anthracite eoal burner they would be much larger.

The Waeissenborn work is considered 2z rare and valuable set by
railroad bufls, and commands a high price. The Library of Congress
bhay volume 2, but mot volume 1, and scme of the plates in its volume
2 have been resmoved or the copy was imitally imperfect. The Tibrayy
of the Association of American Railroads has volume 1 of the text, but
not volume 2 of plates. The Smithsonian Institution has a near perfect
set of the work, and it is from this copy that the copies of the
Welssenhorn drawings in this report were sbtained througzh the courtesy
of Mr. Jobn A. Waite, Jr., of the Smithsonian staff.
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Tinal dvawings for #119 and Jupiter, aithough it is my opimion that
they probably will add litile or nothimg to the Colburn and |
Weissenborn plates ine.‘mded in Appendicea A and B, The Railraad
Gazetie for necemher 23, 18’2‘1 carries a sca.led profile drawing of
a Baldwin k-ls-o at % iuch to 1 i’oot, 16 x 2’; cyh.nder and stroke,
60 S[li-inch driving wmm, wight 65,000 pounds.

The Railroad Gazette for May 10, 1873 carries drawings of a

Grant locomotive, emd in itz issue of April 13, 3877 it has a
drawing of & New York Central and Hudson River Raiiroad, Stamdard
B-b-0 together with railrosd specifications. Tn 1883 the Railroad
Bazette Publishing Company published & volume entitled Recent
Locomotives, which brought together a number of sealed drawings
giving pictordal end profile characteristics of several Standard
American 4-U-0 locomotives of the 1870's period. Some of these
plates ware reproduced in Graham Hardy & Paul Darrell, American
Locomotives, 1871-1881, published at Oakland, California in

1950. This volume also includes certain drawings taken from

Mathew N. Fornmey, Catechism of the Locamotive, 1873. Formey's book

appeared in numérous reprints and editions in the later helf of the
19th century and waz generally regarded ag the "bible" for a study
of the steam locomotive. Some of the later editions econmtain
humerous valuable drawings of locomotive parts. %The 1875 edition
is one of these, imcluding even a drawing of a rai}xaa:; water tani
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drawinte scale {Figure 225); a ¥ turn-around (Figure 229); and

|
a 4-4-0 locomotive and a turntable drawn %o scale {Figure 227) .21}

1.

Some of these drawings, including one with & 8lossary of paris
keyed to 2 Grant Standard Americen loccmotive and tender, are
included in Appendix €. These may be listed as follows:

Grant Locomotive, Plate VI, scals 1/8 inch to 1 fopt, table
of dimensions and weight.

Grant Locomotive, Figures 4, -5, A-G, 8-7, A-8, A-9, A-10, in
various scales shown on drawings. These drawings include
lopgitudinal section, plan, and Boiler. Figures A-8 and 4-9
give a llst of parts with reference %o drawvinge.,

fwerican Locomptive, Hew York Central & Hudson River Beilrced,
Figures 9,10,11,12,13,14,15,16,17 (15-17 of tendexr).

Meaured drawing of Baldwin Iocomotive #11, 1872, Virginia &

Truckse Railroad.

2k, Mathew H. Forney, Catechism of the locomotive, Railread

Gazette Publishing Compaxy, 73 Broadway, Hew Tork, 1975, 451, 456-h57.




gm ifieaticns-ﬁn gera Buith Union Pheteloifity

Aemam;iug construction érawi::gs for a locomphive thers
namally would be'a set of spéeitications: désérdling materisls to
be used “and mnmini% certatn” Sther {nstructions, " Iu the case
of $119 o extant bpsetpleations have besn foind;“Jiist ak thors.
are o conbtiubiion: draings: B‘.ii:"fermteiy mere*iis BshEet
of specifié&tims Tor & Rogets’ G puilt 1a 1867 5ust 0 yeor -
earlier than e $119," aria vracubtadly Very neEvty lasntieal do .
e specifications far #1105 Pup practieal ymrpam € 4n reton-
5tmcting & repiles‘or $139°15 15 bellteved the specifichtion sheot
‘for the ‘chez‘s buits Saminole Wil be VelukblE, “Phis 46 the only

:specificatiazi sheds for adly kBt Tncomotive 68 the’ }:#e‘rioé found
in the course of preped fing thifdady, © 00l in g

i
The Seminole! The Semincie was a UuBe0 Standard Ameriesp 1 B e
- 1 Fﬂ(f—\r—‘\bw ’
locomative bullt by Rogers ‘Por the Union Pacific Rilirded in 1867, S,

#21. It vas the last of the Unlon Pacific locsmotives to be glven V[l

;4?’

a mame. The Rogers factory list of locomotives indicates that it {f"“lim i
‘was completed on April 10, 1867.25 ‘Photographs show that &%

'msm:blea the #119 in charactéristies except that 1% fas & Tisred
. or Fonned *
be1l- ahézre& smoke Sback iunstesd bf the stm«pig& Stick of #1190,

and vas & vood-burner. It was eventually Pepumbersd and vas

25. "'ﬁééérs?aetm List of Locemotives, copy #n possesaion
~ ©f John A. White, Jr., Hational Museum, Smithsonian Institution.
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trausferred to the Kansas Pacific Railrosd, & subsidiary of

In 3.952 Alfrad w. Bruce s bmk, The Steam Iocomotive in America:

th Bevelopnant; in the Twentieth eentury, was aublish@d Bz'uce had

baen Chlef engineer of i:he Amrican Locamts.?e ﬂom;_zamr, and in the
nature crf hia poaiﬁion he had become familiar with the records of

the originsl com;:anies t‘m‘b had merged in tha ﬁmerican Ioeomobive
Company At sane pomt he had come upon the mnuscript specif_hca’cion
sheeﬁ for the Sem&ola He used 1 t as an illustmtion in his book.
The Rogers &ompamr apparently prmtsd up spaciﬁcai;im sheets with

& listing of a1l the special featnms and parts of a locomotive,
providing space fer writing in adﬁiticnal infoma*_hian as to materials
and speeiai instructions applying to ihe loéamgti?g in guestion.

The Beminole, sheet ghows this, and even inciudeé some Tough
ven and ink shetches to illustrate a point. The specification sheet
in the size reproduced is hard to read in places, but this can be
done with the ald of & magnifying glass. It shows, for example,
that the driving wheels were 54 inches, the same ag #119; that the
bell frame was scroll, the ssme as #119; that the cab wag of walnut
and the seat of ash; the cylindsrs were 16-inch diameter but the
piston stroke 22 inches instead of the 2l inches for #119; the
pilot was of wood; that lettering was to be Zold with black shade;

26
and many other gimilar defails,

26. See next page.
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Although Mr, Bruce devotesthe greater part of hig book to A_
locometives afier 1900, he includes an ipteresting chapter on the
early development of the steam locomotive. Fortunately, in this
he features the Seminole. Because of hls cwn eminence as a
docomotive railroad engineer, Mr. Bruce's comments about the
Semlnole specifications, and how much i3 left to the craftsmen
and not detailed in specifications, are worth not dnp as this
practice mamém‘m of general éyﬁi}liéatibﬁ in %i:é pericd and
winuld relate to £119 and the Jupiter. On this point he says:

 Mpe specification makes no mention of the methods to be

- followed for the comstruction of the boiler or St the
machining of the detail parts and their agsembly, all of
which are apparently lefi to the judgment and facilities
of the locomotive builder. With but few exceptions, no P
mention is made of the mateérial 4o be used for the e
important elements, However, since only brass, copper, -
and cast and wrought iron were then commercially available,
this is not surprising, for early in the industry definite .

grades of meterial were recognized as being gpplicable to
the aifferent details. "2( . )

In another place, Bruce comments that, "As the art of reproducing
drawings was undeveloped at the time, detdil information on these old

engines is often very limited." The "Main Drawing” snd "Section

26. Alfred W. Bruce, The Steam Iocomotive.in America: Ttg
Development in the Twentieth Century, W. W. Norton & Company, inc.
New York, 1952, Figure 3, %0, reproduces specifications for the
Beminole. Mr. Bruce is now desd and it might be bard to trace what
happened to the originel used in 1952, it probably is in existence.

27, Bmﬁe, }'}1 .




33

entdres writien in longhand in the klank space mader the heading
"DRAWINGS" indicates that there were generalized drawings that
would do for basic needs in the mamufacture of mwst of the
locomotives of & given model, and that these would be consulted
as needed. A copy of the Beminole specifications is included in

this repcrt‘:-- .

The Seminole specifications, taken together with the Colburn
platee and photographs of #119 and other locomotives of the time,
are valusble basic information on the Rogers h-4-0O locomotives

of the period.

There is still another document, 2 form of descripiion that
falls short of being = specification for a Standard American 4.5-0
locemotive of the period,that will be useful. It describes parts

and meterials but is gol a specification sheet as was that for the

Seminole. Thais appearsd in a book published by the Grant locomotive

Works, also of Paterson, New Jersey, in 1871, entitled, A Descrivtion

of locomotives Manufudtured by the Grant locomotive Works of Paterscn,

' . o
New Jersey, published by James Sutton & Company of New Y-ark.“a

2t. A copy of this valuable work is in the Library of the
American Association of Railvosds. Ii contains vnusually clear
photographns of the principel mechanical parts of a locomotive,
including even a lighted view of the boiler tubes arrangement.
The frontispiece is a drewing of the CGrant built Standard American
b-b-C locomotive "America: " which won & gold medal at the =~
Paris Werld Exposition in 1867,
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#119. A copy of these.déécr:iptions is also included ag

Appendix b, A aealéd‘ traving of the loe

2 part of .
omotive “Priladelphia® to

which the specifica.tioﬁa ré-lateJ 13 alse includeei._.sa f

reference value og Ty details of early b-4.g

locomotives, apg which should pe cousulted a3 needed. Thege are

listed in footnose 31,

29. Railroag Gazett_e, May 27,

1871, 101, 107-108.

30, Railvoaq Cazetie, December
399, spacifications on 22ges 399-400, Tssue of bacember 30, 1871
carries engraving of one hals of front end and a balf section about
center of the engine. The Hardy apg Darrell volume on Anerican
Iocomotives 1871~1881 reproduces these drawings

23, 187, Drawvings face page

3l. See pext page,
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31. The various editions of M.K. Forney's Catechism of the
Locamotive; alsc Loeomotives and Iocomotive Building, Being A
Brief Sketch of the Growth of the Railroad System end of the
Various Improvements in Iocomotive Building in America Vogether
with a Higtory of the Origin and Growth of the Rogers Locomotive

and Machine Works, Paterson, New Jersey, From 1831 to 1886, .-
New York, Wm. S. Goltesberger, Prinfer, 11 Murray Street, 1886.
The Preface by M.N. Forney indicates that he wrote the work at
the request of the officers of the Rogers Locomotive Works, and
that the company provided the materisls from its records to
illustrate the work at least as far as it relates to the Rogers

Company. * Mr. Forney's standing gives this work sn authoritative -

value, It is richly illustrated with clear line drawings and

engravings of the Standard Americsn locomotive snd ite principal -

parts as it hed developed down to 1886,

Two other volumes that aye of value for sll kinds of techmicsl

matters relating to the early locomotive ars the following:

Zerah Colburn, The Iccomotive Engine, FPhiladelphia, Henry Cary Daird,

1872; and the American Locomotive Company's Locomotive Handbook,

Church Street, New York, 1917, which includes a brief sketoR of

the organization of the company and its history.

(0*:;?/;13‘/; iclzrf;fél{_ s 1557 vy
24 é@ewe a_’m.f“-cf'o{a’?f: )

//-f/.?rfiyéo/}/;r ”(gy Sdr s c.reﬂ{ yﬁé:—l




(e F WAy
TR vatat

38 \GOLDEN SPIKE N. H. Se

Photographs of Union Pacifie #119

*

Az evidence pértinent to preparing constouction drawings of
both the Jupiter and #4119, an effort has been mude to assemble
copies of as manpy phﬁtegraﬁha a3 posgible of thesé ﬁ#o loésmotives
before they were altered from their ovizinal comdibion by rebuilding.
Most of the existing‘photographs were faken In commection with the
Joining of the rails eeéemony at Prcmmntory'Sﬂmmiﬁ; Utah on May 1C,
1869. A few were taken a day or two before the cersmony or at some

later date.

There were three photographers present af the Golden Spike
ceremonies on May 10, 1869 and In the two or three days preceeding
the ceoremony. They were the fcllowing:33 '

Andrevw Joseph Russelii of New York city, serving ag official
shotographer for the Union Pacific Railroad,

Alfred A, Hart;fof Sacramento, California, serving as official
photographer for the Cemtral Pacific Railroad.

/
Charles R. Bavage, of Salt Lake City, apvarently acting as a
free-lance or independent photographer.

0f the three, 1t 18 now established $hat &. J. Russell took the wost
famous and best pictures of the ceremony. Several of these include
views of #113. A few of Russell’s pictures have been yeproduced

many times without any identification as to who ook them, and 1P

32, Hugh F. Q'eil, "List of Persons Present, Promontory, Utah,
May 10, 1869," Utah Historical Quarterly, Vol. 2%, 1956, 157-16%,
I have seen no steres views of the Golden Spike ceremony other than
those aktributed on the printed stereo cards to Russell, Hart, or
Savage & Ottinger.
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identified have been wrongly idemtified as being the work of Savage.
The evidence has recently tome to light that sets this matter
straight, The photographs assembled as @ part of this report will
ic!m;.tif“y each ogs, where it has been possible for me %o do 80, &3
to ohotographer and the dete or approximate date taken. - Soma
photographs will be clear 85 %o certsin details of the locomobive
in questions, siill others will bring out additional details hidden,
obsenred, or nissing in the first‘ Study of all of them nrill
permit the draftsman preparing the constmtioa d.rauings to refleci;
the actwal agpearance of details which might xmi; be possihle from

a.m' other of the bhasic mte:rml.u he z»fill uae as saurces.

All photographs of sister lecomotivegf#lm, those made at oy
nesrly at the sawe time by the same manufacturer and to the same
specifications, ave included. They show just as well as photographs
of the #1159 itself what the locomotlve looked iike, smince they were

identical in characteristics and festures.

A. J, Russell emerges as the most important photographer of the
Promontory Suwmit Colden sPil;:e ceremonies of May 10, 1869 and of the
locomotive thare. The largest lmown survi v:ing eollection of original
negatives, glasa vat-plates, of the bullding of the f:irst- trang-
continental radilrcad is of his mg&tivea‘. Thiz collecii'.on, kﬁmm as
the c%es Collection, is in the Amerix,an Geographical Soe:.ety, in
Hew York City. Thexe are 237 numbered negatives (& fev missing) and

2 un-mmbered negatives in the collection. They repmseat views
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taken by Russell in 1869 in the course of @ journey over the Union
Pacific Railroad from Qmahe o Prepontory Summit, and three or four
views taken west of there on the Central Pacific, including one of
the Central Pacific teminua and machine shops im Sacramento. AlL
negetives are 10x13 inches in #ize.>7 . Seven views relate to the
Golden Spike ceremonies and were taken on sither May 9 or 1D, Prints
are included in the vhotographic section of this raport.

Russell had served as a capﬁ#i_n of infantzﬁr in the Union Arwy
during the Civil Wer, speﬁdiﬁg mch of ﬁis- tiﬁne as a photographer
with the Military Rail;'oéds construction corps. ' It uas this
exgerignce » Undoubledly known to Genéral Granéillg Bodge, Chisf
Enginser for the Uﬁic:;n Pacific Bailreosd, that mus’c have played an
important Tole in hls work for the Uaion Pacific Bailroad in 1869.
Rusdell had established himsels in New York as a photographer at
least as early as the first half of 1868, and he appaxen‘tl:;- made
the trip west in 1860 from theve. Hé carried a stereozcopic view

e

camera az well as the large 10x1i3-inch camera, The qualiiy of
Russell's work is unexcelled by any comtemmporary photographer; his

landgcape views are superb,

33, Ltr., Charles B. Hitcheoek, }3L”ectar.ﬁﬁxeriean-secgraphical
Soeiety(Broudway at 156th Street, New York, N.Y. 10032),to Roy E.
Appleman, May 25, 1566, together with list of Russall negatives,

3k, W1lliam D. Pattiscn, "The Prcific Railroad Rediscovered,”
Geographicn]l Review, Vol. 52, Wo. 1, 1262, 25~36. This is & most
interesting and velugble article in reference io the Russell paotos.
Pattiscon's study has been the mesns of correcling lopg-standing errors
in attributing to others the fine work of Russell at Promontory Summit.
Fattison 1ls Assistant Profaessor of Geography at the University of
Caiifornia, Los Angdles.

o,




It bas been my experience inp the course of examining several

hundred, perhaps s few thousands, of railroad and locomsdbtive pictures
of the 1860's-187C's period inm a pumber of institutions, historical
societies, and 1ibvaries 5o £ind that only & very few are idenbified
as to who took the photograph, the date %aken, and frequeﬁtly a
meaningfui identificatinn of ihe scene, Thia ia true even of the
collections in the Union Pagific end Central Pacific Bailroeds.

Often ﬁictures are mngly iéeﬁtified_. I?J.hé.va learné& ihat one of
the best ways of identifying = picture ia to find it in-a stereo-
scopic view. In the period of the Golden Spike events, the principle
commercial outlet for photographic work was Ho meke and sell sets of
stereo views on a given subject. It was for most persons at that
tine the only substitute within their means of taking a trip to far
off lands and enjoying novgl apd strange scenes. Many of the
photographs in this report were cupied from stereo views I found at
various placea, In each such instance the source ig givan in the
identification. The largest stereo coliections I have seen is a
Russell collection at the Union Pacific Historieal Museum in Omaha,
and @ collection of Hart's at Stenford University Bibrary.’” Among
the better known photographers of the peried, in addition to A.J.
Russell, who took many stereo views were Alfred A. Hart of Sacramento,

LN

33. Pattisom indicates that the American Geographical Sociaty
hag more than 400 sterco negatives taken by Union Pacific Railroad
photographers, but only a few prints made from these negatives. See
above cited artvicle.

The following of interest also concerning sterecsocpic views of
the railroad is William D. Pattison, "Westward by Rail with Professor
Sedgwick: A Lantern Journey of 1873," Historical Society of Southern
California, XLII, No. 4, December 1950.
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Charles B. Savage of Salt fake City, E. J. Muybridge of San Framcisco,
W. Hi Jackson of Omaha, and John Carbutt of Chicsgo.

Meption should be made of drawings such as those of Arthur R.
Waud that appeared as wood cuts or engravings in the popular megszines
of the time, such as Harpers Weekly snd Frank leslie's Weekly. There

were seversl cﬁ‘ these that related to the subject of ocur study, bub

they do not have the same value as source materials as do photographs,

Tt mey be well to insert a word of caution sbout the uge of ‘
photegraphs of locomobives used in recent years to reprenent both 3
- Jupiter and #119 in the various railroad fairs thet have been popular.
%#@ An example is the Chicago Railroad Fair 'c;f‘ 191;8-19349. In the | )}( P

’ railiroad equipment exhibit there vere two locmtixes painte;d and %{
otk;erwiae slightly modified to represent these itwo nistorie locomotives. i
Actually, the locomotive representing Jupiter was the fenoa from the ;‘::

Virginia & Truckee Railrcad. The Genog is a 4-3-0 Stendard American

the original locomotive it represented, yet these pictures, widely

locomotive built by Baldwin in 1872. Some features do not resenble
raproduced, are even Aow often presented as showing whet the originsl
1
\

Crpar e = mire e g g O T

locomotives looked like, and sometimes they sre presented as actually

being of the origimal., Likewise, Union Pacific #1192 was represented

by a4 rvebuilt 1092 locomotive, #66, of the Hannibal & St. Joszeph

Railrcad. One obvious discrepancy here was the absence of the
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distinctive, fluted sandbox of the Rogers built locomotives 3 and the
smokestack alse wag different. There were many obheyr variations
represented

from the original locomotive fpfdidéd that a knowing eye would

guickly see. 36

In 1539 Cecil B. DeMille made Paramount's movie "Union Pacific.”
In this movie two locomotives originally part of the motive power
of the Virginia mnd Truckee Railroad in Nevada were used and
modified superficially to look somewhat like the Jupiter and #119.
The late Lucius Beebe was histerical azd railroad eguipment
consultant to Paramount in the making of %his movie, which has some
value in representing the building of the first transcontinental
railroad. But neither of these twe locomobtives used in the movie
are faithful to the originals they purtray. They were early h-b-Ctg,

however, and are still owned by Paramount znd in operable condition.3?

36. Chicago Railroad Fair Official Cuide Book, 1949 (28 year,
June 25-October 2, 1049} lisis and illustrates same of the equipment
an display there; Reed Kinert, Early American Steam Locomotives,
First SevexPecades 1830-1900, Seattle, Superior Publishing Co.,
1962, picture p. 123 of sipulated #1195 and p. 106 of sirmlabed
Jupiter,

37. Comversation with Cerald M. Best, May 3, 1566, in whéch
we dlscussed this matter. Best knew Beebe well and worked himself
for 40 years in the movie industry in Hollywood.

y
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These twc instauces are mentioned o make the point that none
of this material should be used in oux work on Jupiter and #1179,

It is not rel:iable.38

38. Two picture books that contain meny photographic
illustrations of Union Pucific snd Gentral Pacific locemetives,
including some of Jupitey and #119, not always corectly identified,
are William Kratville and Harold E. Ranks, Mokive Power of she
Union Pacific, Omaha, Barnhart Press {copyrignt Dy Krabvills and
Ranks}, 1960; and Iucius Beebe, The Centrel Pacific & the Southern

Pacific Railroads, Berkeley, Howell-Norih Books, 1963,
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CENTRAL PACITIC #60, JUPTTER

The early genius of the Central Pacific Railyead » uilding

eastward from Sacramento, California @Mﬁmﬁing-%

iy, wag Theodors DeHowe Judah, a ciyil engineer

from the sast, whose Father bad been an Eplscopalian clergyman in
Troy, New York. It was Judzh who deteormined the feasibility of the
railroad line across the 8ierras, laid it out and guided the early
efforts to build it. However, as fipanciers and mapagars, the Big
Four--8tanford, Huntington, Crocker, and Hopkins--soon controlled
the enterprise. Judah died Novewmber 2, 1863, only a matier of
weeks after the Centgal Pacifiic had received its first locomotive.
Although the Ceniral Pacific had broken ground at Sacramento on
Jamuary 8, 1863, tbe first rails were spiked to ties on October 26,
2 wesk before Judah's death.

On October b, 1863, Central Pacific locomotive #1 was wnloaded
a% the Sacramenio levee. It had been brougzit-by schooner from
Sen Franciseo whers it had arrived by ship from the east cosst and
around Cape Horn. I% was named "Governor Stanford.” A1l the
lpcometives of the Central Pacific for the first fow yenrs came in
salling shlps sround the Horn, most of them disassembled. Socme came
to the Isthmus of Pansma and were there placed on Flatesrs, carried

acrosg the Isthmus, and reloaded on ships on the west side and
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carried on to San Franciseo. Central Pacific /% was built in
1862, & h-4-0 with 16x22-inch eylinders, and Sh-inch driving
wheala,39

From this beginning in_Gctaber 1863, the Central Paeific
gradually built uwp its loeomobtive motive power and roiling stock,
but with rapid growth ealy in 1868 and 1869 a5 the track construction
neared completion. By the time the reilroed was complgted @n_ﬁay
1869, the Central Pacific had 150 lécpmotives.hﬁ Aé 1869 begaz, 35

ships were bound for San Prancisco from the east coast with

railroad materials for the Central Pacific, including 18 1ocomativas.4l

The cost of the Governor Stanford Had been $13,588.86, fncluding
shipping and Insurance. The fraight charges on a locomotive shipped
around Cape Horn averaged sbout $2,000 or more., There is a vecord
of freight charge for one locomotive across the Isthmms of Pamoma of
$8,100, although the average cost would be a ittle mope than hald
that. A locomotive delivered at Sacramento might cost in the Vs

P swgh The #2 irs 6057 s ’ ‘n He c‘ 5 0 /
/Je : — %sﬁé{}({ﬁg 0757_/557‘ wlel be in 4 h{:fﬂé Aood 4 /.do'ﬂ"d,

39. Grisweld, 20,39} Central Pacific Railroad Company Lish
of Iocomotives, Stanford University Library.

4G. American Reilrvoad Journal, XXV, No. 23, June 5, 1869, 617.

It alzo had l,ﬁﬁ@ platform cars, 366 boxears, and 17 meil and

baggage cars.
K1, driswold, 296,

42, John Pebo Gulloway, The First Transcontinental Railroad,
1950, 141; Griswold, 83; Lucius Besue, The Ceniral Pacific and
Southern Pacific Bailrcads, Berkeley, 1063, 21,
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Central Pacific #60, named Jupiter, a;aparenﬁly arrived at
Sacramento in early 1869. possibly Janwsry or Februsry, after the
seiling ship Jjourney around Cape Horn. The enginme was built by the
Schenectady Locomotive Works, Schenectady, New York, as one of an
order for 4 locomotives. The Schenectady Locomotive Qrder Book
under the date of January 10, 1868, carries work order No. 509 for
the Central Pacifie R.R. Co. of Celiforpia for gelivery "22 c
August 1868 JUPITER No. 60" and describes it as an "eight-wheeled
Englus, Gylinder 16in x 2bin Four Briving Wheels Coup. ¢ 5f%. diam,”*3

The late Davig L. Joslyn, a long-time employse of the Sounthern
Pacific Railrced which was corporate successor to the Central Pacific,
and a respecté& student of the history of the Southern Pacific and
Central Pacific Railrcads, published a 1ist of "The 014 Iron Horses
of the Ceniral Pacific,” in 1924 in which he indicates that #60 or
Jupiter wos in service in July 1868.}"’2* This table has been reprinted
in mmerous places and insome receat books, but it is in error as o

the date of service for the Jupiter.

b3, Ltr., JW. Joyce, Historian, Schenectady City History
Center, to Ruy E. Appleman, March 23, 1966, gquoting Order book in
History Center. This Schenectady Order Book had been deposited in
the History Center, along with other railroad historieal materisls 7
in May 1958 by the Amsrican Locomotive Company.

4%, See next page.
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Mr. Best's copy of the Schenectady loeomotive Works engine list
gives September 1868 as the date Juplter wag finished at the factory.
Best Is Inclined to believe that #60, Jupiter srrived at Sacramento

in Pebruary 1869. But I learned in conversation with Kim that heg
T . . i .
really has no firm informetion on this p:sint.hﬁ In any event, the

timerequired %o tuw the engine to Bosten or New York for Inading on

an scean going sailing ship, the trip around the Horm to San Francises,
unlosding there, reloading on o river schoomer, the trip to Sacravento,
and unloading there would toke at least two or three months. I% is &
ny couclusion, even though there 13 no documentary evidence at hang
45 Yo the date ihe locomotive arrived at Sacrmw » that 1t probably ;
was in January or Pebruery 1869, This would suggest that the Jupiter
had been in service perhaps not more than b monmths vhen it participated
in the Promontory Summit ceremonies en 3‘}&,{ 10, 1869--virtually a new

locomotive

b, Railway and Locomotive Historical Society Bulletin No, 7,
1924, 59-61. Gerald M. Best and Fred A, Stindt, both long students
of Central Pacific und Southern Pacific historical materials, feel
that Joslyn often mede the mistake of givmggswm date a
locomotive was completed atifhe factory.as tle date itTVms in service,
I made an effort in the limited time at wmy dispossl fto learn, if
possible, from the Sucramento Pally Beg, the date the Jupiter might
bave arrived ai Sacramento, but failed 3> find eny ltem concerning it,
and for thet matter I found mo mention of the arrival of any locomotive,
although it is known that many wers arrdving in the first part of 1869,
The Central Pacific Iocometive List indicates that more than 10G
iocomotives were built for the company im the iast b monthy of 1868,

¥5. Ltr., Gerald M. Best to Roy E. Appleman, March 15, 19663
Comvarsation, Applemsn with Best, May 3, 1966.
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Jupiter, Central Pacific #60, was s Standard Americag weod

burning, 4-4-0 locomotive, having the Tollowing basic charscteristics:

Diapeter Diameter -
Driving Wheels Cylinders  Piston Stroke  Weight “

6C~inches 16-inches Zh-inches £5,450 pounds

It will be observed that {he driving wheels of Jupiter were 6
inches greater in diameter than those of Union Pacifie #119, and
that the engine was considerably heavier, Otherwise » the two
locomotives were basically simdlar in motive power and copstruction.
The most obvious difference to the eye would be the straight,

or f%-{,:}{ £, capped '_ “baflron.”
relatively slender stove-pipe, stack of the #110 and the flareqd, Foays

S stack of the #60.

From the time it arrived 2t Sacramento, probably early in 1869 5
the Jupiter undoubtedly was engaged in pagsunger and freight work on
the railroad betveen the Sacramentc terminsl and poimts in Califarnis
and Nevada, I have found mo specific information on its history

prior to the Promontory Swmit event. And that it was there seems o

‘ have teen wholly a matter of accident. It was not picked initially
|

| _ as the locomotive to take Governor Stanford and his special party to
| .

|

|

the stage of history at Promontory. i

The regular worning train eastbound left the Ceniral Pacific

terminal at Sacramento at § o'clock Thursdsy moming May 5, 1869,

carrying its usual allotment of passengers, plus several persons
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bound for Promontory Sumit where the ceremony of joining the

ra3ils wasg seheaﬁled to be held two days later, on Saturday May 8.
Departing a few minuftes after the regulay» train wes Stanford's
special train carrying the railrosd‘s president and his party.

They vere bound for Promontory for ths cé&em;ny. I have found no
contemporary record which names the locomotive pulling either train
from Sacramento on May 6. One of the guests on Stanford's special
Yrain sald it consigted of the locomotive, tende;', and the

"superintendent's” car, The lstter bad been fitted for sleeping

gquarters for 10 persons.

wrote an article in 1950, presumably based om Southern Pacific
records, in which he ststes thet the Autelope was the locomotive
zelected to pull Governor Stanford's special train from Sacramento.
He goes on to say that "somewhere along the line the Antelope was
spocked cut by & blast thot sent @ pile of rocks over into her,

The Jupiter was in the house at Truckee and was quickly fired wp,
and wade the run up the hill 4o where the prezident's tralin was
stillad. She helpad to re-rail the fantelope, and then dragged her
and the train to Truckee. Prom there on the Jupiter took the ° -

Linelight." 0

46. David L. Jeslya, Steam Locomotives of the Southern Pacific
3ystem,” an annex in Gerald M Pest and David L. Juslys, "Locomotives
% the Souwthern Pacific o ;" Reilway and Locemotive Historical
Society Bulletin, Wo. Sk, March 13956, 157.
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This account may be correct as to the Antelope starting from
Samento with the special train, but the sccount of what happened
in the incident described 1s almost vholly wrong, except that taerla_

- was a mishap to the gpecial train. If the Antelope 444 indeed start
with the Governor's party, them Cemtral Pacific locomotive #29 (£or

that was its mumber}, made by McKay & Adfus in 1867, wes cheated by
fate from being a locomotive of hiétary.k'?

The Jupiter entered upon the stage of history at Promcntery

t 3ay have been the locomotive that pulled the regular passenger
train out of Sacramento on the worping of May 6. This certainly
wa.s- the case unless .the locomotiva on the train was changed someplace
between Sacramento and Promontory. Oa this point I have found no
evidence, and lacking any to the contrary one may assumé tlﬁt the
locomotive that pulled the train ixito Promontory was ‘shé one thét
started with 1t from Sacraments. |

47, The Central Pacific Locomotive List carries the Antelope as
#29. It wes a 4-U-0 ang, like the Jupiter, had 60~-inch driving wheels
and 16x24-inech cylinders. It waighed 62,100 pounds, Copy of list in
writer’s possession. I found a blue print copy of the Centrasl Pecific
Locomotives,  revized ana brought down to date from the Beginming of
the ralivoad to 1925, in an unclassified drawer of railroad material
in the vault of Stanford University Idbrary. This list was in a
heterogenecus pile of loose materials of various degeriptions and
apparently the Library was unawave it had this valuable record, I
brought it to the attention of the librarian with the recommendsiion
that 1t be bound, cluseified, and held as z rare doerment. This i was

Pr“f’ﬂdreﬂ' é(/Dcw/:c'/Z' r/:}//ﬁ,,,, o (92% J(Ca’""“'{’;/é/f‘ 6*”:?///4,/3?5/. /?ﬁ
more eomﬂ/efe record m g be Found ii (ﬁa?zZ:}«/ wndl Locomatove Hrsloncal
\gcfe}f &//@372/ /Vo 9//,//%#:/? /95”&/ cra/?’/?f“w;"“f//’»Z%; gé"é"/”//b/'

Bes?t £ ﬁ%o/:/fﬁéiyj/f’”"?"f/%/as//ﬂ 1 FEE.
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Now to follow the story of Stanford's special train from
Bacramente. Fortunately, there are at hand two contemporary
accounty, and there may be more that I have not seen, that agree
as to the mein incidents.” On the special train as one of the
guests invited by Stanford was Dr. J. D. B. Stillmen, who had come
to California by Ship with Mark Hopkins in 1849, and in 1869 was

th
city eorcper of San Franeisco. Iq/éuly 1669 1ssve of The Overland -

Monthly he published an account of the trip to Promontory taken
just a few weeks before. In it he describes the accident that
befell the speciel 4rain and came near being a tragedy for the
party. I guote from this artiele:ha
Bown the valley of the Truckee River winds the great highway,
crosging the river several times. Just before entering a
tunnel, when the road siips in between the mountain and the
river, we came near driving our last spike. Some Chinemen on
the mountain side were cutilng trees, and seeing the regular
train pass, and knowing pothing of a syecial_cne, they probably
thought it a £it time to run a log dowm the mountain, But
whatever may have been'their intention, the log landed con the
railrocad just Pefore us-~its length £ifty feet and its greatest
diameter three and a half feet--the smaller end rested on the

track midway bebween the rails, and the sther rested on the

45. J, D. B. $tillman, "The Last Tie,” The Overland Monthly,
J‘U.L"{ 1869; 77"8]1".
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bagk at an angle of about forty-five degrees. The short turns

of the road prevented the threatening danger from being

; - discovered until we were 2lmost upon it; but the promptaess of
| the engineer, and the lightness of the train, saved us from a
catastrophe. The pilot picked up the log, or did its best to
do it, and went through bankrupicy; but the force of the blow
was not losk, for the heavy frame of the engine tripped the log
and landed it where there was just room for it, yet did not
prevent it {rom clearing away the steps of the starboard side
of the train from stem to stern. The only person injured--

and he but slightly--was one of our party who was on the engine,
.@fé@ who, seeing wha‘?. seened an insvitable crash, Jumped from the

train. The foree of the bhlow can be conceived from the fact

that the log was broken through the middle, where it was ak

lepst three feet in dlameter.

It was near sundown when we reached the last crossing of the
Truckee, where our crippled locomotive was sent into the
hospital, and our cars were made fast to the regular train,

Here the desert proper begdnsi...

Ome of the men who made the trip to Promontory 4o report on the

ceremonies was a correspondent of the Sacramento Dally Bee. He was

a passenger in the train thet left Sacramento the morning following

the depaerture of Stanford's special. During tue trip to Promontory
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he sent back & number of dispatches &eserihing/the trip. One of
these, headed "Truckee,” and dated at Elko,-’my 7, cerried a
reference to the aceident that befell the spacial train. It

related that "yesterday afternoon” when the special train with -
Governor Stanford was Tollowing a few minutes behind the regular
train, between Boca mygd Reno, "an immense log, three feot in dlemeter
and £ifty feet long rolled down hill by Jumbermen and fastened between
o ties, at 45 degree angle 1in the very center of the track." The
account said, "The Enginecer reversed brakes, when M¥r. Harkness,
riding in the cab discovered the danger. The collisim destroyed
the cow catcher. ’fheﬁ were no personsl injuries, axcept thé.t My

Harkness sprained his ankle wﬁen he jumped from the tmin‘ﬁhg o

Thera ia other evidence that Harkness was riding on the cow—-
catcher or pilot instead of belng in the cab, snd that if he had

B0t Jumped just vhen he did he would have been crushed to destn,’”

k9. sacremento Paily Bee, May 10, 1869, article signed 0'L,
This abbreviation stands for T.C. Leary, who was one of the 12
newepaper correspondents at Promontory Summit on May 10.

20. Itr., Gaorge Ersus, Assistant Editor, Public Relationa
Department, Southern Pacific Railroad, to Roy B, Appleman, June 13,

- Edwin L. Sabin, in his Buildinm the Pacific Railromd, J, B.
Lippincott, Fhiladelphia, 1919, chapter 7, has "& guest riding on
the coweatcher, who Jumped snd suffered a sprained ankle: also
Sacramento Daily Bee, May 1C, 1869.
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According to the Sacramente Daily Bee srticle, the accident
occurred between Boeca and Reno, At the first station reached after
the accldent a telegram was gent ahead %o stop and hold the regular
train. Hesnwhile, the crippled locomstive pulled Stanford’s special
at reduced speed wnbtil it came wp to the waibing regular train.
Stiliman gives the locatlon with some precision. He wrote: "It was
near sundown when we reached the last erossing of the Truckee, vhere

our erippled locomotive wss sent into the hospited; and our cars were

made fast to the regolar train, ot

The Jaas;t égosaing of the Truckee at the river’*s big bend, where
it turna from south to west is at Wadsworth, Nevada, which had been
founded just the year before. There is no mention of ei;ther Antelope
or Jupiter in any of the contemporary materials I have seen in
connection with the yun to Promontory. Eut we know from photographs
taken on 7-10 May, 1869 at Promonﬁoz—:sf that the Jupiter in fact did
pull Stanford's train agd wes there on those dates, Lacking eny
evidence to the contrary, one may assume that Jupiter was pulling _F“
the regular train vhen Stanford's cers were attached to it at
Wadsgworth, snd that 1t weat on to complete the journey to Promontory
Sumit. S4illman records that most of the pas;engers on the regular
part of the combined train left it at Blke where they set out for
the White Pine country & hundred miles south of the railroad,

51, 8tillman in Overland Monthly, July 18695, 80.
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Jupiter pulled the Central Pacific¢ train into Promontory Summit
on Friday feteraoony May 7. Two telegraph operators had their tents
pitched at the ends of the respective Union Pacific and Central
Pacific lines, only a short distance spart. Stanford's party made
telegraphic commnication with the Union Pacific ceremonial party
eastward and learned that it would be unable to reach Promontory for
the scheduled ceremonies the next day, May 8, and that May 10 would
be the earliest they could arrive. The reason given for the delay ol
wa: flood and high water in the Weber canyon region, east of Ogden.

There had indeed been digh water there, but this was not the real

reason for Mr. Durant's and his party's delay. The reil reason wagi-

o

the forelble stopping of Durant's train by several hundred Union

Paciflic contract workers, mostly tie cutters, who had not been paid

} their wages for several months. They would not let Durant paszs until
he had wired to Boston and had the money semt 4o him he needed to nay
the angry mob. This was not known %o the Centrel Pacific officials

at the time.

‘ With ceremonies thus postponed to the 1C0th, the Cemtral Pacific
| varty had time on its hands. Some of the rough characters that had
begun to congregate at Promontory mades it dangérous to leave the

protection of the Jupiter train, in the opinion of some of ita ¥

¥
rassengers. Part of the group were taken on to Ceneral Casement‘s/f
F4

Unicn Pacific construction cawmp eastward, and from there they were

taker to Ogden. The mext day, June 8, Casement brought 2 special
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train to the end of track end took those who had stayed behind with
the Jupiter on & sight-seeing trip eastward to Weber Canyon. ©On
June G, Jupiter nulled the Central Pacific party back west about

30 miles from Promentory to Momument Paint, where the party spent
several hours along the shore of the lake. Apparently Jupiter pulled
Stanford's cars back to Promontory that evening, for Stillman writes
that "On the morming of the tenth, as we looked qut of the car, W
saw a force of Upion Pacific wen at work cilosing up the gap that had
been left at their end of the roed,..."72

The story of Jupiter affer May 10, 1869 is mostly clouded in
obscurity and lack of a recorded history. It went on o perform
magy years of service on the Central Pacific line between Saéi;a:;ento
and Ogden. AllL that is known certainly aboubt its subzsequent higtory
is that it was renumbered #1165 in the general renumbering of Southern
Pacific locomotives in 1891. Rebuils in 1893 aﬁ the ‘.Sacramenﬁo shops,
ii was sold the next yesr, 1804, to the Gila Valley, Slobe & Northern
Railroad as its #1. At that time Juplter received e uew boiler and
other changes were méde, including an extended smokebox, vsida sheets
and firebox, and new and different steam dome 2nd sand‘.bo*c covers,

which changed its eppesrence considerably. It sbill mtaiaeci; houever,

its cab, chassis, and tender as originmally builts, and it had its

P

52. 8%l1iman, Qverland Monthly, July 1869, &8z,

e
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says that in 1937 ke talked wit

G&Y Railroad who at ai
the rebuilt Jupiter, #1 o the

sald it was commoniy dmown in Globe, Ar

historic Jupiter of Promontory
1%, but in the end thia

the nistory of the Juniter.
8G,000 Daotogravhs of rallyea

meiely 50,000 negatives, and his
axtensive, Among other materials

severrl of the Sarly mamufacturer's locopotive ligta
road companies locopotive lists,

flevent fimes had heen £14

4 came to mothing and the old angine was
up for scrap ait the Sicte roundhouse.

Mr. Best has been 2L grsat

th Mr. Seth Arkilis of the Gila ¥alley
reman and engineer on
GVGal Railroad, and that the latter
lzena, that #1 was the old,
tame. There was some telk of saving

=L
Wo

halp to me in daserbling data on

In his personsl Tiles, he has about

locomotives ang trains ang approxi-
iibrary on railrcad history is
in Ris possession are cvopies of

and of rajil-

His lopg acguaintagee with Devig
L. Joslyn of the Southern Pacific

Sacramento shops, hag given hip
records. In addition, Mr. Best
researcher and histor:

The railvoad intepests of

Railrcad, wip was stationed at the
access to some obzeure railpsag
is recognized aa being a devoted

8n of American Railreagds,

the Big Four, Hundington, Stanford,
Crocker, and Marl Hophking' eatah

‘n the summer and awbum of 1884
Southern Pacific emgrged ag ¢
with the Centyal Paeific
Dagzett, Chanters on the History

he corporata head a7
in a lease arrangement 4o it. ges Stuart

2, underwent extensive reorganization
> and effective pril 1, 1885, the
these interesis,

Renald Press, Co., 1923 18Q-15z,

22 the Southern Pacific, New York,

_”“

ter was scrapped about 1966 3n 77



39

Sister Iocomotives of Juniter

Jupiter was one of b locomotives built by Schenectady for the

Central Pacific Railrond at the same.time and from the same order.

These locomotives, listed below wore identical.

Shop
Congtruction R
Runber Bumber Nama

Date
Complated
2l Factory  Renmumbered  Scrapped

505 60  Jupiter
510 61  Storm
511 62 ‘Wpirlwind

512 63 leviathan

Sep. 1868 1195 4n 1851
{rebuilt 1893) 1506

Sep, 1868 1273 in 1891
(rebuiit 1873) :
1517 in 1508 1510

Sep. 1868 1196 in 1801 1600

Sep. 1868 1197 in 1891
2a 1216 in 1501
1480 in 1508 sold
198

In addition %o the three sister locomotives of Jupiter, there

wera 11 other locomofives built

by Schenectady for the Central Pacific

that in effect were sister locomobtives as they had the same specifi-

cations, all b-4-0 type, with &0-inch driving wheels, 16x2b cylinders,

and weighing for engives alone 65,450 pounds. They were 211 buils

betwesn NoYember 1868 and July

1863, They were 2 following:

Red Fox
Black Fox
Gray Fox
Yollow Fox
White Pox
Bureka
PDlana
Sultans
Juno
Plash
Pancy
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These eleven locomotives had all been sayapped by 1901, except for.

#161, Juna, which was sold tovthe Nevada Northera Railroad im 1905
54

snd survived until it was scrapped in 1931.
- Drawings, specifications, or photegraphs of any of these locomotives

before they were rebuilt would provide usable information about the

copstruetion and appearance of any of the others, except of course

for dacorations, nurbering, and neming which would be obvious

differences showlng on the photographs.

T4 may be of interest to pote that the Cemtral Pacifie Railrad
contimied the practice of meming thélr locomotives down through #178,
Frankfort, vhich.is the last named locomotive in the CF blue print
iist in Stemford University Library. There were 2 few locomotives
with earlier numbers {hat apparently did not have names, as these o
not show on the Railroad locomotive list. It appears, therefore,

5h. Table prepared by Gerald ¥. Best for Roy E. Appleman, April
1966, of Cenérnl Pacifie Reilroad locomobives, based on his copy of
Schenectady Pactory List and P Reilroad List of locomotives. The
#writer’s copy of the Central Pacific BR locomobive List, mde from
the blue prist copy he fournd im uwnclagsified material at Stanford
University Lidrary vaull, confimms the locomotive numbers, names,
renunbering, driving vheel and cylinder dimensions, years built, and
weight. Mr, Best informed the writer that his Schenectady Factory
1is% is 2 copy obtalned from 8 friend who made his copy from the
Schenectady 1ist he found at the American Locomotive Dempsay,
Schenectady, W.Y., ia 1939, alse, ltr., J. ¥, Joyce, Historian
Schenectady Histerical Center, to Roy RE. Appleman, March 23, 1566,
Itr., George Kraus, Southern Peeific Co., June 29, 1566 to Roy E.
Appleman states their roster shows #61, Storm, wes rebuilt in 1873.
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thet in early 1860 the Central Pacific discondinued giving names to
thair new l@comotives.,sﬁ

There are still other locomotives built just previcus te CP #60,
Jupiter, by the Schemectady Iocomotive Works for easteen railroads
that appear to be identieal in specificstions and appearance with
Jupiter snd its isistez‘ locomotives. This is what one would expect,
since the h-h-0 in the late 1860's was a stendard piece of equipment
for the time, and the Schenectady Works turned it out for gemeral use
on many rallroads of the day. Mention of some of these earlier
locomotives that were similar to Jupiter will be made in the section

on photographs.

It may be of interest that the last steam locomotive the Southern
Pacific Railroad (which after April 1, 1885 included the original
Central Pacific) bought was #4204 in 1944 from Baldwin Locomotive
Works of Philadelphia. I{ began service iag Marech of that year. It
is interesting to compare this huge steam locomotive with those of
the Jupitey type of 1869, I is a l&-&éj_‘cype, weighed 657,900 pounds
(about 10 times the weight of Jupiter), and had a &7 foot, 3-inch
wheelbage. From the cow catcher to the coupling device it measured
79 fast. 24 inches. Its temder was 45 feet, § inches long. This last

55. Central Pacific RR Locomotive List in writer’s possession,
copied freom List in Stanford University Library.
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stean locomotive of the Southers Pacific now stands in front of the
Southern Pacific Railread Station in Sacramento in Camellia Place,

- at bth end Bye Streets.”

Hot inapprapriately, just across bth Street from #4254 on the west
gide of the park stands a large, handsome bronze hust of Theedore

DeHone Judah. It raats on bronze cross tias and the end of ra;ls,

and these in turn are on top of a huge granzte bolder from the Sierras.

: This memarlal to Judah was dedicated April 26, 1930 and carries the

legend, "That the West May Remember.”

- Brawings for Jupiter _ . 3é;d

There are no Imown surviving construgtion drawings of the Jupiter
The fires thet raged ia _San F“aﬁéiscc in

1506 after the earthquake there destroyed vaolusble recordsJ most of

the drawings, and many photogra§hic JAegatives including old g;ass wet

Tn 1917 &,

destructive fire brake out in the baerauanto shens of the Southern

T N e ok

pla e in %he fo ces of the Southern Pacific Railraad.

s P € TR TN Y

Pacific and d&strayed aeveral cases af old drawzngs and glctures of

e R NG e e 25

the Gentral Pacific and Southern Paciflc Eazquada stored in the lofy

of the car department.’’ Officials of th@ﬁm&hexn&ciﬁﬁg«ﬁaﬁaw&d H

P

56, Some of the informetion taken from marker a2t locomotive by

. writer, 7 May 1566; Sacramento Daily Bes, April 19, 1957.

57. David L. Joslyn, "The 0ld Iron Horses of the Central Pacific,”
Ralliway and locomotive Historical Society Bulletin, o, 7, 192k, 62,
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who have recently iastituted searches for drawings, specifications, and

related historical data onm the Jupiter and its sister engines have found
58

nothidng original and contemporary. This has included a renewed search

at thelr Sacramento shops. ﬂzere do exist two diagrams ef some signifi~

< pagran

cence, but their importance ?ms o be carefully evaluatad. They will

Frmpsir el e i

be dlscussed later. But firsis, mention will be mads of drawiugs that

e ol it et

Y it

might o *aresumed to hﬁwe survimd :ln ﬁma recerds ai‘ ‘tha 1¢camtim
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The Schenectady Locomotive Wo*ks, witich huilt #60 Jupiter, was
merged in 1901 along wiﬁh 7 other locomotive building firms into the
American Locomotive Conpany. Subsequently other mergers brought the
total to 10 formerly independent companies the® by 1905 made up the
American Locomotive Company. The Schenectady Works, which had been
started in 1848, was the principsl company of those merged, and it

became the manufacturing and cperating headgquarters of the American

Incomotive Company after 1903.*59

58. Litrs, Ceorge Kraus, Assistent Hditor, Southern Pacific Company
%o Roy E. Appleman, June 13 and June 15, 1966; Iir., B. P. Riaggini,
President, Southern Pecific Company, to Repres&ntativa Bavid 8, King,
Avguast 18, 1565,

59. Amerlcan Lovemobive Campw, Locomotive Handbook, 30 Church 8%.,
Hew York Clty, 1917. This book gives history of the ctmpany and coptains
many mathemastical tables om motive power, cylinders, specific gravity,
metals, and other highly techmical aspects of railrosd and locomotive
aperations.
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In recent years the American Locomotive Company has given way 4o
anather'éorporate reorganization snd teday survives as ALEO Products,
Inc., with operating and manufacturing headquarters still at Schenectady
and management and financisl headguarters in ¥ew York City. T have
tried through correspondence, both with the New York end Schenectady
offices of ALCO to obtain information on early records &f the Schenectady
Locomotive Works, but thus far have received no answer to my letters. I
belleve, however, that the company probably has disposed of all the
records it once may have had on the early corpaniesz. ‘This i3 borne cut

by comments from Historian J, W. Joyce of the History Center, City Hall,
Schenectady,

In the course of my searches I learmed from a copy of a release
dated December 23, 1959, in the files of the Sipmons-Boardman Company
Library in New York Citg;that ALRO Progucts in May 1958 zave all of the
glass negatives and photographs of locomotives Shipped from the American
Iocomotive Company or its merged companies between the 1880's and the
192C's to the History Center of the City of Schemectady. Included in

the transfer were also builder's lisis for the 10 merged compenies,

In response to an inquiry, Me. J. W, Joyce, the City Historian at
the Schenectady History Center, confirmed that the Centar does have
more than 70C0 negatives, 90% of them on &lass and dating between 1885
and 1920, Their collection, he stated, contained no drawings or

specifications, buf did have builder’'s lists for all the 10 merged
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companies. The Bogers list started in 1872;- that for Schenectady in
1851, Only for the Schemectady company was there an Order Book,

r Mr. Joyee stated that it was his understanding that ALCO Products had
retained none of the drawings relating to stean locomotives, but that
several former employess of the company have collections of drawings,
negatlves, and photographs cbtained from its early files, He stated

- he did not know the identity of these perééﬁs.sc It sppeers, therefore,
that early dmgings and specifications may survive in gersunal collections
of persons mknom to us, but that probably none remain iz the poss&asmn

of the comraanies conatmcting the Rogers and Schanectady locomotives, or

their corporate succesaora.

o X
@\
. Hr. Joyee said that the American Iocomotive Company and AICO
Products have in past years been. so-bedeviled by requests for information
on early locomotives from railresd buffs that they have adopted as a

policy the ignoring of all correspondsnce received on the subject, z2nd

thet persons who make cells om the company in person are confined fo - :
the receptionist's office, Be wrote me he would expect thei correspond-
; |
|

ence even from the Federal Govermment on the subject would be wkgnored.

Tt 133 been, Aypersonal visit might get some ma:xlta, but even this is | |
doubtful,

!
Now, to return to the two dlagrams relating to the Jupiter that

have survived “in: the files of the Southern Pacific ‘Railroad.

60. Ltrs., J. W. Joyce, City Historian, Schenectady History
Center, to Roy E. Aypleman, March 23 and April 13, 15966,
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First in point of date is & small diagrem 7% x 6 inches in size,
with the title, "Diagraw of 16"x2L" 8 Wheel Schen. Engine 1228
Rebuilt. Office Supt. MP and §.P.Co. Sacramento, Sept. 20, 1855."
Below this headingris the lettering "1 engine this class in service
Sept. 1895 Engine went into service August 26, 18s2."

The significance of this diagram is that locomotive 8P #1228 ) -
was the renmberéd 161,. :;rﬁich had heé;n built in 1869 to the same g |
specificatioﬁé aa-Jupiter, and céﬁ be con#iﬁereé'a éis£er locomgtive&>

This diagram shows the engine as rebuilb in 1895 Wluh a different

smoke stacx, driving wheel alameters of &b inches instead of 60 inches,

same size cylinder and piston stroke as in the original #161, but with

a greatly increaseci welght -load of 80,15C pounds.’ Only a close

conparison of some of the sther dimensions shown with those of the

Schenectady 4-b-G Standard American léeamative of 1869 will-reVeal

the extent of other differences. Mr. Gerald Best believes this

diagram of rebuilt #161, venumbered #1228, retains the same length

of wheelbase, distance between driving wheel center, distance between §
vony truck vheels and other principal dimensions as the ariginal :
Schenectady #161 of 1869, Mr. Best, who bas this diagram in his
sollection, states that it is the omly one that the late Mr. Joslyn

was able to salvege of Southern Pacific shop drawings of the pericd
61

from the 1850’s through the early 1800's There appear to be no }

6. Memoranduz on CP 6C, Jupiter, Gerald M. Best for Roy E.
Appleman, April 1960,wha copy of the #1228 diagrvem. Lir., George
Rause, Southern Pacific Co., to Roy E, Appleman, June 29, 1966, also
imcludes wopy of this draving.
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extant photographs of #1228 for this period, Mr. Best doss have |

3 photograph of CP #1273, which is the renurbered 61, Storm, a
sister loconotlve of Jupiter, which wes taken In 1902,  He feels
that this good side view of #1273 can be used to scale dimensions -
of the original 1868 Jupiter if that should be ngcessary, . According
%o his opinion, the 1902 photograph of Storm shows it to have had &
original chassis, sandboz, and stesm dome, Counterbalance weights
had heen added %o the rear driving whesls, and an additious) weight
added to the main driving wheels. The boiler and steel esb are new,
being typical Sacramento shop standerd pieces of the mié-lﬁgﬁ’s,éa
This comment about photographs has been inserted béz‘a, rather than
ieft entirely to 2 subsequent section beeause it has Some use in
connaction with interpreting the diagraw of #1228, a copy of which
is included in this report. M. Best thinks the 6h-inch drz.ving
wheels of #1208 are the same as the 60-inch driving wheels of
Jupiter ezcept that they have been provided with 'ﬁhic}:er tires.,

This raises many cuestions about practices m 1863 and later in

referring to diameter of dpiving wheels center and with tires,

The second drawing fras the £iles of the Southern Pacific
Campany is one thet has just come to light aa_.id resulted from a
search in June of this year (1966). It is a diageam of Central
Pacific #60, Jupiter, snd was prepered by David L. Josiyn in

62, Ihid,
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July 194k at Sacrements. It measures approximately 25x12 inches,

and shows a side profile with helf sections of cab and front of
locomotive. It indicates driving wheels of 63 fnches diamgter,
and the legend notes that originally the Jupiter had steam pressure

of 110 pounds but changed later to 125 pounds. The diagram is

inseribed, "D.L.J. T/5/64 Sae," 1% gives Jupiter dimensions to

have been 8 feet between driving wheel centers, 11 feet 3 inches
from front driving wheel center to rear front truck or rony wheel
center, 5 feet 8 inches between pony wheel centers, the stack 5 feet
across at ‘its top, cah'ébé im:ixes dee::, main rod 85 3/4 inches long.
Many chaer dimensions are shown. Them was no indication in the

£ils or on'tha_ dmwing giving the sources that Mr. Joslyn used in
Preparing this &rawing§3 \( "

i

It is not known at the present whether surviving membvers of
Mr, Joslyn's family has any of his papers which might shed light
on this question. It iz s known fact that Mr, Joslyn was a long-
Yime employee of the Southern Pacifie Company at its Sscraments

shops, was greatly intei‘estad iu the history of its old locomptives,

63. Copy of the Josiyn diagram of #60 Jupiter was an enclosure
in Ltr., George Kraus, Southern Pacific Company, to Roy E. Appleman,
June 13,1966. Mr. Xraus commented concerning it, "I have also found--
and this is 2 great surprise to mes-.,." A seareh for the blye print
or original drawing has not located it in the Southern Facific files
eifhér in San Francisco op Sacramento. Joslyn worked in the drafiing
room of the Southerm Pacific at Sacramento for more than 30 years,
was famillar with the early ploneer locomotives of the Cemtral Pacific

and enjoyed a reputation for accuracy of detail. Ltr. ,Kraus to Appleman
June 29, 1566,




conversstion with My, Joslym, would indicate on its face that

Mr, Josiyn hed not found any such drawing velating 4o the Jupiter,
For the present, therefore, thy Joulyn disgram of $60 must be
considered a mogt inﬁerasting item but not completely eveluated,
A copy of this disgram i3 included as Appendix F.

Certain othey diagrams ang drawings not relating dirsetly to
the Jupiter will be useful in studying the problem of preparing
Jupiter construction dravings, OF these, ¥ mention particularly
the scale drawing of a Baldwin §-4-0 Standarg American Locomotive
and the accompanying table of dimensicns shown as Plate ¥, in
H. H. Porney, Catechism of the Locomotive, 1875 édition, 55k-555.
This loeomotive nag basic dimensions thas ars identical op nearly
S0 with Jupiter, 60 3/h-inch dlametex- driving wheels, 16xob-incn
eylinders, and engine weight of 65,000 pounds, The dﬁving wheeéls
of this engine are omly 3/% of an inch greater in dia&eter than
those of Jupiter, en insimnificant difference; other gemeral

chsracteristicy appear to be just sbout the aame..
N\

But of a1l the extant diagrams ang dravings of locomotives of
the period thet Mave been found, the most valusble for the construction \

e

of a ieplica of Jupiter, just as for Umion Paeifie #119, are the
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Welssenborn donstruction drawings for the New Jérse; Railroad and

Ry i,

ot e TN

Transportetion Cowpany Woodburner No, 4, previously mentioped ia

Mt L)

ﬁéﬁmﬁiﬁﬁgﬁﬁégﬁbﬁé;fgﬁh;MﬂThe Colburn drawings of 2 Rogers lecomotive,
vreviously digcussed, mey alse be useful. All the ﬁrawings and
dlagrams mentioned, used to supplement and correct where necessary
the Welssenborn drawings, together with refinements taken from
photographs, should resuli in producing en essentially correct set

of construction drewings for Central Pacific #60, Jupiter.

The Weissephorn and Colburn Drawings are included in Appendices B

and A, respectively, as stated garlier,

Srecifications for Jupiter

There are nc knowm extant specificaiion sheets for Cantral
Pacific #6C, JNupiter. The closest approgch to such specifications
Imown o me are those discussed earlier in connection wikh Union

Pacific #115. They would apply in a generasl way. Toes

¥ . e specificabions

apa deccriptions are included in Appendices ¢ and D.

In connaction ﬁith the sppearance of early Central Pacific
locomotives inm terms of paint, trim, and decoraticn the following )
quotation from David L. Joslyn may be usefni: \ ‘5f"

0ld employses of the Cemtral Pacific always spoke of the |
riginal 163 locomot ves of the Central Pacific as the 'Iron |

Horses.' Those old timers were iron, For ag Far as I can \\
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‘learn there was very iittle steel about them. Considerable
bress, gold leef 4in trimming and lettering. Those used in
passenger service had drive wheels painted a 'brighi: red.
aames in gold }.eaf on sides of caba, stripes of goz.é;
wherever it could be ‘applied with initials C.P anﬁ the 11“
number between the C. and P on the tanks with more gsm and
shaded with green and red, Gm’& irons, hand rails, banda that
held on the jacket, bell, whistle, safety velves and pumps c:f
shining brass, rims of the mud guards edged with brass, head
light painted a green color with gold stripes and every pa.rt

. of them shining. 6k
te

Photographs of Junitey _

Nelither Rogers Locomotive Works por Schenectady Locomotive
Works had started the pmctic;e of taking photographs of locomotives
as part of their comstruction records at the time #119 and Jupiter
vere built. This practice was started later, and for many later ,
locomotives wet, glass plate megatives have survived in various
cellections. I have mentloned the large coll?ction given by the

American Locomotive Compmny %o the Schenectady Bistorical Center.

|

|

N

Thus, the only photographs of these two historic locomotives were fl
§E

those tsken after they entered service, and these for the most part

€4, David L. Joslyn, “The 0ld Iron Hovses of the Central Pacific,”
Railvay and Locomotive Historical Society Bulletin, Mo, 7, 192k, 62,
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are those taken at Promontory Summit in connection with the May 10,

1889 Golden Spike Jolning the rails ceremonies.

| There were three chatographers present at the oeremonies on

May 1C, 1869, Alfred A. Hart, ::J’:‘f:.cial photographer of the Gentral
Pacific Railroad, with hig sﬁudio af Sacramento, had nade the trlp
o P“omsntory Summit to nhotograph the eexemonies. Andrew J. Bussell
had come from New York for the ‘some purpose as the official phoﬁﬁgrgMer
50 the Union Pacific Railroad. Cherlaes R. Savage of the firm of-
Savage and Ottinger, Salt lake City, was an independent photograsher
present. These three men took all the known pictures of the ceremonies,
some of which have been reproduced many times in various toocks and
mublications, as well as iﬁ thougands of ‘stereoptic view sets of the

ime and later., Often %he vlctures have been incorrectl iy attridbuted
to one of the three photographers present when in fact, they were
taken by another. Recent studies have shown that the best views wers
taken by Andrev J, Bussell, but renroductions of rerhaps the most

widely used have been wrongly attributed to Savage.

Several of the best views of Jupiter were taken by Hart on the
day before the ceremonies, when the Stanford rarty was killing time
in going back to Monument Point and sight-seeing along the right-of-

way and on the shore of Salf Lake.

A few plctures of Jupiter were itaken later, almost by aceident

it seems., And there are a feuw surviving pictures of sister

|
;_
i
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locomotives of Jupiter. I have assembled es many of these as %

conld find, end they are included in Appendix G. Many of them have -

baen -cbtained from stereo views which have survived in certain .
collections, The best collection relating to the Central Pacific
Railroad I have seen is the one in the Timothy Hopkins Collection,
Main Libr&ry, Stanford Universit.f.‘ Timthy Hopkms vas the foster
son of Mark Hopk...ns, one of the foundiag "Big z'om- of the’ ﬁen‘hr&l -'

Pacific. He made a notabla callection of early Amrican railroad

history, 'a‘nd_ left this collecticn o Stanford Umiversity. A valuable

item for our present purpose is a large aibum containing about 300
stereo views showing the construction history -of the Central Pacific
Railroad. -The pictures cover the route from the Sacramento docks €0
and across the Siervms, and hence over the Nevada and Utah deserts
%o Promontory. The pictwres were taken mostly by Alfred A. ‘“Haxy,

snd cover eomstrucktion work between 1866 and 1869,

Thére are in adﬁﬁ.tien a pumber of excellent rﬁhotographs of
Standard American L-4-0 loé;:motives bullt by Schenectady ébc;ut the
sawe time the Jupiter came from its Eshc:ps, as indicated by the shop
work order numbers. Em.ﬁxples of these are Schenecﬁady No. h72, :
completed Joguary 1868 for the Utice and Black River Railre#d, '
almost identical to Jupiter. And there is 3chex£ecta'ay ¥o. 577.
cdmpleted Augl.lét 18635, mﬁd appareriﬁly idexﬁ;ical to Jupiter, except
for naming, railvoad identificetion, and some aspects of paint

decoration. Just as a Chevrolet I:Apala L~goor hardtop today, for
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instance, is basically the same automobile whethsr sold snd used
in Cleveland or Santa Fe, so the Schenectady Standird Americsn b-h-0
locomotive of 1868 and 1869 was the same to el buyers with only

minor decorative differences.

'i‘here appears to be no good reason ts 1131'. here the photagrapha
that appea.r in Appendix G relating to J&zgiter The photographs that
have been collected relating to Jupiter will be fmﬁ in that app&ndix

1% may be of passing intereet to comment on photographs that
sometimes appear in print representing locomotives said to be Jupiter
or Union Pacific #119, bul in fact are not. Most of these stem from
two sourcea. One of these is Ceeil B. De Mille's well known movie
"Union Pacifie” filmed ‘oy Paramount Sttxdios 1n }.939. For that
picture, Earanmmt fixeﬁ wp Virginia & Truckee 3.ocomoi;ivu #18 which
it hought for the purpose, to 1901: smuewhat like Union P&cific ;rllSJ
and Virginia. &. ’i‘ruckee locmtive #22 which was mds to resemble
Central Pacific #60 Jupiter. Me‘crc-&ol&wyn-myer Studlos bought
Virginia & Ik-uckee lcc:amo#ive #13. for movie making purposes. All
three locomotives are retained by their studlos today as v&luable

properties, and ére in operable eondition. V&2 #18 is a Central
Pacific Sacramsnto Shop built locomotive, dating from 1873; VaT #22
is a Balags.g,,hmt_ locamotive, datisg Srom 187555

S és. m., Fred A Stindt, Chairmen; Pacific eoast chapter, Rsumy
& };ocmtiw Historieal Society, to Roy E. Applemsn, March 3, 19665 Ltr.,
Gerald M. Best fo Roy E. Appleman, March 16, 1966, and Gerald M. Beat.,
menorandum report on Jupiter for Roy 2. Apeleman, April 1966,
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The second common source .of -erroneocus pictures representing

the aniter and Union Pacific #119 are those of the two engines tyat

A e &$M%$%&@wm/%?md@

vere used %o reprasent these two historic loeomotives in the e’hicagc 3 5"?“”{[

1948
Railroad Fair of, 19‘49. Virginia & Truckee locomotive #12, Genoa,

Baldwin, 1873, renresented Jupiter, and rebuilt Hannival & g%, Jose

-~ and owned b The Blerdn Fﬁ;‘ c?r/mac{
Railroad locomotive #66, originauy buils in 189% represented Union

&6
Pacific 7119. They had the names and nmnbers of the original

Jupiter and #119 and their mming railroads painted on them ana their

tenders, but anyone reasonably well acquainted with the appearance of

the originals can easily detect the differences. |

Tenders

nmwhémuxcmyammammtm@m,mmugwgmmm
1s to have tenders with each locomotive at the Golden 8pike NHS.

They are generally considered a part of an operating locomotive unit s

2ad are usually iscluded in illustrations of locomotives. Mot of
the photographs of #119 and #60, Jupiter > show their tenders. The

tender for the Standard American Luy.o locomotive of 1868 1869 was a

> and no special nroblenm is anticipated

66, Reed Kinert, Barly American Steam lLocemotives, lst Seven
Decades 1820-1900, Superior Publishing Co. Seattle, 1962; Conversation
Ro‘y E.

| 7;?5: /ﬂa& q,b-zsjzwa é% }ﬁ‘%/ \,64“ ,ogo?/zkf /%fﬁffc? jf( /a?(’/%é- 6&52/
{Z-?/Zﬁa- zzza//s ,are=sé’«77 ¢ »g//,,%,q?/yﬁf//ﬂ/ /fzw///e ffég/fﬁfa/’/,% 7,‘?; /’(},Zw/‘
ﬂ/ugemu pra Pc?fa/ / //qaf /D _j:z,(

AP},’lemn w 'Eh Gere.lti M. Best, Pacific Comst Chapter, Bmepics
v : 3 5 -"—l-—-—-—-——..-_.._

/T"J/(cf sce,




There are constructlion drawings of .gtandard tenders of the

period in the Weissenborn drawings in Appendixz B, and there are .
dlagrams of them in some of the other appandices to the repors.

There 1is in. exiatenee at Tr&veltewn, in tha San Fernando
Valley, on the outskirts of I'ns ﬁmgeles, Stockton & Eastem "
loccmctive #3_ w*th its tend.er T’his Inccmptive wes built in 3.862;
a h«h-o of nearlf the sane specifications as Jupiter. Its tender
as 1t stands 1n Traveltovn today 13 nearly a.u. original st1ll

g

having the old tank in it i‘he J.occmmtim was ariginally bui}.t 'by

LuegsTer .

the lancaster Horl:s at foredd, Péﬁmylvania far the Western Pacifie

Railrcad. If needed, the basic dimensionz and specifications of this
tender could be taken from the original and used in the drawings for

&7

Jupiter and #1139 tenders.  But I do not anticipate this will be

required.

Tenders were nacessa.ry ad;}uncts o locomctives. They did two
things. Tney carried a supp;y or;' watar for the locomotive boiler,
they carried fuel to burn in the locomotive ﬁrebw. o nea:t. the
water to make steam. Steam presaure operated the pistons in the
cylinders and the driveshafis that turned the wheels and made the

englne move.

67. The writer examined this locomotive and tender with
¥r. Gerald M, Best om May 3, 1966,
is Just about what both the Jupiter
originel equipment.

and #119 carried with them ag

Aceording to Mr. Best, this tender




77

- The water tank in the tendsr for the 4-l-0 locomotive of 1869
wvas U-sheped, extending arcund both sides and across the rear end
of the tender. The opening &t the throat of the U and extending
back a little more than half way of the tender frame was for the
storing of fuel, genexally wood at this time. The same space could
ke used for ¢oal in the event the locomotive was a coal-burner.
Wood was. often piled on top the water fank ss well ag in the open
area of the-U. There would be no difference in 1869 in ths tender
for a bituminous coal burming 4-4-0 Standard American locomotive,
such as was Unfon Pacific £119, and the Cemtral Pacific #60, Jupiter,

which was a wood~-burner.

The benders for the two 1ocomotives that met at Pmmontory
Suzmit carriad either 2 OCG or 2 200 gﬁllcns of water :’..n their tanks,

ard as much wood 83 could be piled om. If caal wag used abcut 3-4

tons could he carried. An empty tender wcfuld weigh in the neighborhood

of 20,000 pounds. If loaﬂad with water and fuel it would weigh ko ,000

to 45,000 pounds. The typical Standard American 4-4-0 locomotive of

the late 1860's with loaded tender would weigh zbout 100,000 pounds .68

68. M. ¥, Pormey, Catechism of the Locomotive, ‘1875 ed.,357.




ESTIMATED COSTS OF REPLICAS

A8 8 prelude to discussing the probable cosgts of making replicas
of Unlon Pacific #119 and Central Pacific 6C, Jupiter, and their
tenders, it should be stated that there is no alternative to making
the replicas if the two lccomotives are to de represented at
Promontory Summit. Thers are mo locomotives like them in existonce,
so far as I have been able to determine. This has been confirmed by
every "expert” I have talked to or written to on the subject. There
are 2 few surviving old locomotives, perhaps half a dozen in all,
that resemble in some considerabls degree one or the other of the two
we are concerned with here. But they are owned either by institutions
that hold them as a part of a collection they would not part with, or
by Hollywood studios for mmvienmaking'purposes and are not f&r gale.
In one instance  the Pacific Coast Chapter of the Rai)% and
Locomotive Historical Society owns an old period locomotive. This

locomotive is already committed to an outdoor railroad smseum projected

for San Francisco.

Congressman David King, of Salt Lake City, Utah, asked the
State Department to make inquiry of its ewbassies in all South
American and ILatin American countries concerning the possible
pregence in thelr reilrosd systems of American built locomotives of
the 1860°s or 1870's period. It is known, of course, that many
locomotives in pést years wefe gold to thesé countries for their

relatively primitive railroad systems after the locomotives had
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become obsolete for use in the United States. It was thought that
suitable peried locomotives of the 1860's or 1870's might be Found
there and with slight modification could represent Jupiter and
Union Pacific #119, Representative King's office has now received
replies through the StatenDepartment fmrﬁ mest of the embassies in
South American and Latin America:; caﬁnt:jiea .‘ Ncpe of the responses
iist any locomotlve that comes %lnse to being what i3 needed.

Representative King hes supplied me with coples of the cablegrams.,

Also, with reference to the possibility of period locomotives being

availeble in Mexieo, Mr. Gerald Best told me that he hag made several

trips into Mexico to examine their older American-built locomotives
of the 4.4-0 type, and he has found nothing that goes back 4o the

188C's, not to meﬁtim the 186C's. Even whet there afe of the 1890~
1900 period have been rebuilt in one or several features, including

nearly always new boilews.

Replicaz can be of two types. First, there could be an operating
locomotive, one that would have boiler, firebox, all the necessary
wvorking valves, cylinders and pistons. It could be fired up and
run on rails. All the working parts would have to be machined to
a close tolerance ‘w assure satisfactory operation on 2 standard
gouge railread. Most of the parts would have to be literally

hand~meide, because locomotives of the fype required are o longer

built in this counbry. - It has been thought impractical to condider

-

e

}-Z

sk
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having them built abroad, in Japan, India, or possibly West Germany,
for instance, where steam locomotives sve 8till being proguced. An
operating locemotive would be very costly.

A faiily rellable estimate of cost for an operating locomotive
like Juplter or Union Pacific #119 vas sﬁpglied vy the {fnion Pacific
Railroad to repreaentaﬁve King in a le‘hter from President Edd H.
Bailey, dated September 20, 196’5 The cost was given as ahaut J
$500, 060, In my disc:ussion with Mr. ¥4 Shafer of the Union Pacific
Rallrcad Company, he confirmed that th‘s estimate wa.s made by the
motive power div:nsion af the Company at Presiﬁent Bailey's request,

and that be would consider it as relisble as one could obtain today.69

The second type of replica would be a shell without interior
working parts. There cari be many types of sﬁell ‘repl.icas of the
two locomotives with the cost varying according to type. Eéaéntially,
the cost of a shell will depend on materials ‘used, coneern for
authentic appearance, and on whether the vheels will turn on the
axles znd the locomotives are capsble of moving on rails with power

supplied externally,

The sstimates of cost of building replicas az given in the
Congressional Hearings by the Natiomsl Park Service was $100,000

69. Ltr., Bad H. Bailey, Presidmﬁ, Union Pacific Railroad Company
to Reyresemtwe Pavid 3. Xing, Septesber 20, 1965; Conversatiom,
Rey B, Appleman with FTda ©, ohafez*, Biractaq% of Public Relations, Union
Pacific Railroad Company, Omaha , May 13, 1
/%‘ &H“af/{{/l/ﬁf/ s el a/mfm W ég’%m éj/m% 5 /:"J é?/ %’ ﬂ.mksﬁe
é}camjaes (’d;(/é’/Jé’ é,z///a/-aé/‘cfz;ng/gffg/&. 7 fj* g __ /.S‘d T, 4/5 /5 an

5075,(5 ?ZJ,////?P§ —4’(‘ 4}‘{/97%7////0/0/&?4 i/Oi"{é/ wrﬂ éo//h:ff/ﬁ)?l/"an Wi"’”’&
4«25/{/@/; a//f/ ,7/7,?2 y?f{o/w,,.o,? K;Zﬁng smdd 7. DXm_bc.r/e;— 07545/7%1 A ez
. L T aes 4 o s ol Tor 09 6 i e bl P

/g‘d/’a’é’-’ly“’(/ %ﬁ‘({g?t’lﬁ} /?éé._
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for each losomotive, Tt ia not cleésr whether this inciuded estimSte
of costa’ for-tender. And thers whe ho definition whateve¥ of the’
kind of peplice imténded. In fact, it s clear that -the subjeet
was never serionsly studied. ° The estimptes vore Bupplied by the
Sontm:ea‘t Regimal foiee, ami thia :I.n %m, 11: a;:paars, resteé‘.

B, s .;::,

upon figares prmided rather caaually bg tha Hurlbut Agamema_nt
comgamr, tne., of B\;eaa ?ark (mth Les ‘pnaeles), cam;r;ﬁ#. m
}iurlbnt mment Company he,s m tbe past mszact'ured ssme period
'hype mniame railroadt equipmm; fo:r msmnent p&rks, and currently
holds cer’cain eoacess‘ians in tha Kn-ntt Bermf ?&m, in B#ena Park,

uhich uses equipment of this ty*ge

on ¥ay.l, 1966 I called at the offices of the Hurlbut Amisemend
Company and had extensive digcussionst with Mr. Bud Rurlbut-and Pick
Bagley of the Company. - ¥r. Bagley is & drafismsn ahd a locowmotive
buff who would be respomsible for the work done by the Company in
any comstpuction of replicas it mipght undertake., He bas given
agswrances that the Hurlbai Company could build the replieas. But
both he ang Mr. Hurltat seld cstegorically that they could pot
egtimate the cast of the replicas m:t-il they had studi&d. an..r
sgeﬂiﬁcatiens W might szxpply—-that ‘cha “osé: weulci prob&hly @t
be um?m' $1w ooo, 2nd tha.t 1% mghf, ver;f weil go materian,y abmre
that figure. I tola both wen that in amy reglica that wan built the

Eatiuﬁél Park Sewice faould be mtemsﬁeé in only scale si—ze re;)licaa
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with Tidelity to detail and authentic appearance. The type of work
they have done iu the past for the amugement parks, usually for 2k
or 36-inch gupge and at half of 2/3 size, with only the most easual

attention %o period appesrsuco, would nob do fm’;{us.

Also, im looking over their plant, which iz in a. corner of the
Knott Beryy Farm development, I noted that it has no equipment for
the manufacturs of a locomotive replica except some machines for
milling metal. There are no foundry and casting facilities, no
pattarn making shop or workmen. In short, practically sll the work
on & replica would have to be sub-contracted out to other fixms in
the Los Angeles area., About all the Hurlbut people could do would
be o prepare drawings whers necessary based on Mr. Baley's knowledge
and skill, if we want to trust to that, and then to assemble the
engine after the various parts had been manufactiured elsewhere and
delivered te it. I would comsider thls an unacceptsble srrangement
and not in the interest of the project. HNo ome inm the Nationel
Park Service to my knowledge has discussed thizs subject with any

other prospective manufaciurer.

I mention this matter in the manner I have to emphasize that
oo one in the Sexvice, nor any of the railroad ang locomotive fans,
euffs, and "experts” with whom I have talked, can give even an

approximately realistic figure of what shell repiicas will cost,
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The only way the Service will be able to knew approximately

vhat the replicas will cost is to obtain blds based on specifications

and econstruction drawings of the equipment it wants reproduced,

mmmn PROCEBUBE Canstrzzction Drawings and Bids

I believe thare is onl; one sound W&j to prcceed frum this point
toward building replkcas of tha two locomotivws. The Ser?ice-must
prcduce wmrking or construction draainga of the two locamntives and
their tenders shicn can be sent to p*aspactivp bi&ﬁers, obtaln biﬁs
from them on the basia of tﬂe drawings and this report, and enly then
wzll we imow what tha replicas will eost. My own viaw in thin ia |
supported by that of Me. Jchn H White Jdr., of the Smithscn:&n
Institutisn, Mr. Geramd Besﬁ of the Re o and Locomotiva Hlstor ical
Society, and. ny Mr, Bud Bwrlbut and Dick Bagley. is is the onlgr
way the Service can control the product and indicate 1n some detall
dust what is wanted as to form and standard, and it ig the onlg basgis

on which a manpufacturer can %ell precisely what ig to be built and

bid accordingly.

 The next step abead for the Service, therefbre? is to ;btain
consﬁructiog drawings of the tﬁa locomatives, Thisz will have to be
done on a contract baaiﬂ Wluh a locomot*?a draftsman Fbr“unatexy,
I have been able to acate a qghlif¢ed parson »hraugh the asaistance
sf Mr thn White cf the Sm »hsonian Institution, He 1s ﬁr{_Keith
Buchanarn, P.'O. Box 217, Ansterdam, Ohis 43003, Mr. Bucﬁ&han‘has

done locometive and railroad eguipment drafting for Mr. White and
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the Smithsonian Institubion. He {s also an early locomotive
enthuasiast and buff, He is a free lance draftemen. Preliminary
correspondence with Bim on the subject_ahowa.thgt he is esger o

undertake the work becayse of a personal interest in the reproduction

of the two locomotives snd a desire to make a contribution to the
Golden Splke project, His price for the workAwould ba extremely.
modest, in my view, based on some tentative estimates he has given
for it. Mr. white Yocommends him for the work. T believe he ig
the best person for the work within my knowledge. I have saen
samples of his draftsmanshlp in drawings on file at the Smishsonian
Instiﬁuﬁion. Mr. White nas %olunﬁeered to giva séﬁe guidénné and a
asslstance fo Mr. Buchanan as the work progressés, if it 13 peeded.
The Smithsonian Institution has agreed formelly in writing fhat

Mr. White may serve as a consultant to the ¥ational Park Service
without pay ia our efforts to produce suthentic replicas of the

two histeorie lccomotives.?c

I recommend that the Service approach Mr. Buchanaﬁ without delay to
see if he will be willing to undertake the preparstion of the
construction drawings, using our research material as a bagis, We
#ill have to indicate rather closely the degree of authenticity vwe

#ant and the degree of detall to be included in the drawings.

T0. Lir., Robert P, HYulthsuf, Director, Museum of History and
Technology, United States Hatiopal Museun, Smithsonian Institution,
to Assistant Director C.2. Montgomery, National Park Service
July 12, 1366.
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Mr. Buchanan can then sSupply an estimate of the fee he will require,
and on that basis the Serviee can issue s perscnml services contract
to him. The contract probably should be executad by the Southwest
Regional foice. If there is any advantage, it could be iasued here
and the Washington Office reimbursed by the Southwest Rezional Qffice.
I should think the eogt of preparing the construction Srawvings should
be borne bv that office, T will bhe glad to prepare the corraspondnece
to Mr. Buchansn on this matter,

I have considered othepr poszibilities of getiing the drawings
Prepared. For instance, I learned when I vas in Omaha that Mr, Bart
Flagg, forméfly chief drafisman for the Union Pacific Railroa@,has
retired, and ig ilving in Council Bluffs, Iowa. He might be
interested in doing the work. No ome has been in eommmication with
him on the a1 Jject, however, apd nig attitude is unknown. ¥r. Frank
C. Harmon of Omaha alzo hag done some locomoiive drafiing, and might
bte available. I learned the names of one or twe persons on the west
coast who have done work of this kind, but in esch instance it has
seemed to me thet the dlstance from ur supervision and ability %o
chack on the work, and other unknown factors, plus certainly e higher
fee, have turned the issue in favor of trying to get the services of
Mr. Buchanan, This is what I recommend. There is no one in the

Rational Park Service with the background trsining and knowledge

necegsary tQ do the worlk,
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When the drawings have been completed, and bids ohtained, the
Service will be in a position to know whether if will have:ths funds
%o proceed with contracting for the work., If it does not have
available the nesded funds, it can atiempt to supply the deficiency
in a opumber of wayst
1} appreach the Mm Pacific Railroad Company snd the Southern
Preific Company to have them build the replicas either as an operating
or a shell type of replica, as an historical conteibution and a public
relations gesture; 2)  obtain a financial donetion frem one or both
companies to supplement Federal sppropriations; 3Y the twe companies
night contribule use of railrond machine shops and skilled persomnél
and labor in building the locomotives or parts of them (I understapd
that e Union Pacific has facilities ia which it can build a locomotive
if it so desires; &) cbiain fivenciasl aid from the Utah State Golden
Spike Centemnial Commission; 35) obtain a grant from a suitable

foundation; 6} obiain additionsl Pederal appropriation .

I estimate that it will take 2-3 months of steady work to
prepare the conatruction drawings. Perhaps a month will be needed
thereafier to obtain bids on comstruciling the replicas, I each atep
of the necessary process is huried forward without delay from this
. poin%, the Service should have the infermation at hand by the epd
of calendar yeer 1966 to know what it will cost to build the
Ineomptive replicas, and can estimate ita future course Lo accomplish

their mapufacture and iastallation at the Golden Spkke Site by May 1969.
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‘T am prepared to suggest z number of memes of prospective
bidders and manufscturers of the raplicss at the appropriate time,
I do not balisve they should be mede a.part of this veport. . -

“The sbove material, together with the sppendices, conclude the
report on the locomotives themselves. . A few additional subjects
might be mentioned briefly here as haviing e slose associmtion with
the replice locomotives and the relsted interpretive development of

the Promontory Summit avea. |
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. oT two in elmtion iﬁé&fe/ above the adgacent Larxd i.t travers«zs.
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Rallroad Roadbed end Ratds ab Promontory Swmit

- The gewde of the railmaa teack at Promontory Summit is -
pmeticany level for the 1 wile section it i3 proposed o rastore,
The track for this distance would be rebuilt, according i present
interpretive plamning, with approximately half of 1t to the west of
the loeomotive mesting point, mpresenting CQnt:t’al Pacific track
and half of it 5 the gagt, rapreseut;ing Union Pacifie track, -
Appmximtely kalf & mile wast of the Golden Spike site s 1ow spur
ridge of the South’ Promf}ntory Renge cuts off view of the right-cf»
way, hich swings in B gentle mueve scutkweatward fros the Summit
and Golden Spike 3ite. ‘The rosdbed and vails shewld bs' restored
to this pofnt. Eastward from the Swmmit slte, the pight-bf-vay end
track would be in view for a greater aistance, ‘but hale a nile
shotild be adeq_uate ts carry the treck abaut as far 38 tha eye will
be able o sea it Teascnably well.

The roadbed will be of a srimttive type. Thepe should be
orly shallow ditch on either side~~Just endufgh to smﬁe"up enough
earth to form & low roadbed. This roadbed will be narroY, just wide
enough to carz-y the ties and the standard gavge ralls of 4 faet
8? inches. The roadbed will nct, on avemge, be mwre than & foot

Historie nhatagrap&zs a}mw clearly, and better then any werds, Just
vhat $his ma, and should guide the yeconatruction., A mumber of
these ph:}tographs are included in.the ié:ppén;dicés. Several are of

specific points within the area where the track will be reconstructed.

e T

i T
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. Feight of Rails: The Union Pacific laid down railscf only 4O
ounds to the yerd when 3 first started. construction ot the Missows
River, By 1866, however, it was uaing 5O-pound rail, with 45-pound
rail for sidings. Three y&‘é later when ibts line reached Promontory
Swomit 1t was laying S6-pound rail. The rail was of Pennsylvania
wrought iron. The law requireé. ‘that the iron used in building theﬁs/
track be American made. e %—pouna rails were “hormally 28 Pewt
long, connected by Pish plates. By the time the first tremscbhbinental
razlmad was complete& at Promntnry Smit in May 1869 the weight of
rolling stock had just about reached the limit that Eﬁ-pmmd rall
would suppord. . And soon thereafter steel rep.‘zace_d wrought iron in
rail memufactuse 71 The Central Pacific also used American made
56-pound, wrought iron raills for its track at Promontory Surmit.

The reconstructed tyack at Promomtory Summit, thersfore, should
use rail weighing 56 pounds to the yard. Fortunately, this will be
available as 2 domation. The Unlom Pacific Railroad Company has a
small quantity of this rail on a minor branch line, and has offered
to make a gionation of enough of it o lay a2 mile of track at

Promentory Swmit.’> his is a valuable contribution in terms of

71. John D. Galloway, The First Transcontipental Ralivosd, New
York, Simsons-Boaydmen Publ. Corp., 1950, 2713 Wesley 8. Grimld
A Work of Giamts, New York, MeCraw-Hill Book Co.,Inc., 1962, 136;
Nelson Trottman, History of ? the Unicn Pacific: A Fmancial azui
Economic Survey, New York, Bonald fress, 1923, 5b.

”""7'3. Conversation, Roy E. Appleman,NPS,with Bd. C. Shafap, Director
of Public Relations, Union Pacific Railroad, May 13, 1966; Ltwv., Bad H.
Bailey, President, Union Pocific Rallrosd Co., to Assistant Dizector

Howard Baker, National Park Service, u:ge 25, 1566,
8i Central Pacific.,rail varied from 56-pound to 65 -pound rail, but

that used & Promontory was 56-pound rail. Initially, the company had
ordered 60-pound rail, heavy for that time. Galloway, 141-142, 159.
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making it possible to secure historically authentic rail type, and
it alsoc represents an unkpown but undoubltedly considerable Linancial
gift becsuse the cost of manufacture of 2 mile of special SH~pound

rall would be high,

At the present time on trunk lines, rails weigh from 85 pounds
to the yard upward, with some of them welghing as much as L1T4 gounds.

: 73
No rails on Class I rail lines weigh less than €0 pounds to the yard.

Railroad Pies, 1869, at Promontory Swmit: Because putting down

ties onm which to lay rails will be a reétcréﬁién ‘feature at Promontory
sgmiit, {4 will be well to mote Here what is Xnown of the kind and
r‘us.lify ef tie used b N4 the two milro&ds Interesumglg there was

a marired difference be*ween them in the kind of tie used. This is
annarent from a stud,r af the historical phatograpns of the Golden
8pike ceremony which show the meetmg point af the tracks and

clearly delineate with detail the kind of ties placed by both

rallroads.

/

The Cemtral Pacific used sawed and squared ties, with sawed /
ends; the Uniom Facific used rough sections of small trees, the bark /
left on, and the ends chogped to angled pcints by axes, with one sdde
adzed to make a rela ively lavel smrface on o which the f*,ie was

laid and spikedé dowm. The effect was to give the Central I’aCiﬁc

73. Association of Americen Railroads, ¢uiz on Railrosds and
Railroading, booklet, 13th Edition, Washmgt'an“",' B.C., 1.60%,1tenm 27.
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ties en appearance not much- different from those used today, ‘while
Union Pacific rails were 18id on very primitive looking: ties., The /
Ynion Pacific tles were also of unequal length, wheress thoge. of

the (entral Pacific were relatively uniform in-length.. Pmtamphsf
of -the track at the Summit in 1869 show these cheracteristics

claarly, .These will be found im sn appendix i this report.-

Both companies facad @.‘ea’f. difﬁcﬂltﬁes in obtaining the tiea
the:;r neaded.. For hamdre&s or mﬂas fmm the beg;iming of its track
at Qmahﬂ s Kebmska, the Unicn Pacific was build,ing neross traeless
plains About 2,300-2,650 ties were required for a mile of track.
The Union Paeific cut ties wp and down the Missouri River:from
Omabn, and f£loated them on rafys to ¢hat poiant.. Perhaps 1/6 of.
them were of red cedar or oek, snd most of the rexainder cottonwaod.
These were treated with an -impreguation of zinc in & traating plant
built et Omaha. The farther west into the plains the track built,
the more exponsive becazme the uplt cost & fdes., -In Jater
investigations into the cost and manner of building the railroad,
tesbimony was given o the effect that in certain places ties cost
$5 .eaeh.'m
The first place zaést of ma-that ties could be oot altmg the /
right—oi‘-w&y’ was in the Black Hills of ‘eiyoming west of Cheyenne‘ j

Beyond the Ble.ck Hills thera were several hundred miles of blaak,

7, Galloway, 271-282; Griswold, 136; Trotiman, 56.
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trecless, upland plateau desert, Finall¥, in the Ulnta and Wasateh
ranges of Utah Forests provided s souFcs of timber for tles, In
the Salt Lake basin Mormon . contractors cut ties along the western
slopea of the Wasatch end houled them 0 the roadbed, or in ome
eases, floated them acrosy freat fSalt Yake to tha vicinity of the
rv.ghtmf-waj. The milroaez tias used by the Uziion Pacific at
?mmntory Suﬁmt came frnm the  canyons a.nd sla;aaa ef the Wasatch
sastuard, They were all cut by___,a_.xe,_ adzefi__:g;: on¢ side, angled a3
hoth eﬁdé by Va:ie q@ts » and had the barl;_ leﬂ_;-_:on except _;_’Qr theme

side,

The Central Pacifie, in contrast to the Union Pacifie, at first
had sn awple supply of timber for ties. This source was at hand
alongside the grade wntil the track had crossed the Sierra Nevads
and emerged Irom the Truckee River valley into the great basin
degert that continued unbroken eastward to Grest Salt Lake and
Promontory Summit. Across this Neveda and Utah desert the Central
Pacifie faced the same kind of problem the Unlon Pae ific had
conironted ln bullding across the plains--it had to cut ties
elsevhers and tranaport them as it built eastward. The zource of
supply for all the ties on the Central Pacific track mcross the Pe
desert were the forests of the esstern slopes of the Sierra in the)
Truckes valley and its vicinity. There it set up sawmills for

producing bridging. timbers and ties., A correspondent for the
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Sacramento Daily Bee in 1869 sdfq there were - seme 30 sewmills at

i’ruckee‘ wl2 A8 the railroad nearea ccmpleticm mm' of these

sami}.ls becama tdle as the meed for timbers m ties came to am
end i":ms s tiea froa; i;he ﬁasatch a.nd ‘the Sierzas ‘held the raila

R

th.at joined on the uplm &asert a‘h Prmntary Stmi’b.

= FAA e - el = =
N - SEIEE e heler e ow e Dhietw TR ek -

.More ueed pot be said on his mibject here since the historical
photographs taken at various poinis along the transcontinental .
railroad, and particularly at the Golden Spike site, show clearly
the characteristics of the ties each railroad used at that polnt..

These photographs ere in the eppendices. . .

75. Secramento Daily Bes, XXV, No. 3803, May 7, 1869,
article signed "Volte’
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e o - :PROMOWIORY SUMMIT OF MAY 10, 1869 e et

The Golden Spi}m scexxe a‘a the eermies on May lO, 1869, is
the mst histaric mment ’t.o he captured. far Pramntory Sumit in the

int&rpretive prognm there. I't ia of som impartance, therefm, tc

-—1

Imow what the s:.te 1coi:ed li.kﬂ e.t tha% tim mere m canﬂieting

en g -e EPEN
RSN PR

acccamts 1n the 1itera.me, anﬁ pax'ticularly 1:: *z.he captions af

H "- “\‘". »:
LD WHE i -M-ru--‘

photographs uhich pmpart to shw what the place looked liks on
my 10 1869. I-!any of the ghotomgahé, alt}wugh so capticned, vere
no{; taken on ﬁay 1{3 but later, and accordingly they shcw many more

tents ancl atructurea than were actually there at the time.

T

Thare will ‘oe no aﬁ’ort mde hem to give this sub,ject
exhanstive treatmt, as that mulxi require extenaive msearch, and
this stndy was not tmderﬁaken for that yurpase in any event. The
develcpment cf tha railmad ;}unn‘hion toxm of Promontory after
}iay 10 1869 shwlé. be the abject of a specia.l msearch study
because t.he facts ahmtt 1t mn be neeﬁed in 1 planing the
interpretive progam af the Golé.en Suﬁw area. And there shcmld be
a similar stndy on %:.he extent ans:l 1ocatim of the Union Pacifie:

emtmc‘&ion cs.mpa on the eastem slspe aof tbg Hazth ?rcmntm Be.n@e

andati’tseeatambase. mmmmtwmummte

cnl,,r what w*ll e imeéiately usefu.‘l., that eame %oy nctice duz-ing
work o the lmmive problem, in p]anaing the &ev‘elopment far the
loemtims in a ﬁay 10, 1869 setting at the summit,
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- The Central Pacific reached Promontory Stomnit-with its track
ah&&d of the tnicn Pacific, which was delayed by heavy rock
sxcavablions {n cuts and buliding 'z high irestle o the steep east
face of the Novth Promontory Range. On April 28, 1869 the Central
Paciﬁc was within L miles of the srmmit meeting point, ﬂnd fm
them on the gradeb the junetm mint was relntively 1evel and
of e,&sy construction. | &’ne tkzien Pacific jmad ahead 9.‘8 its end
of track and began put‘bing in a ai&ing a.t the mit On Ma;r 3.

On that d.ay tbe Centr&l Paciﬁc csmpleted its rails to the .

sumzi‘b meetmg pac‘.a:uﬂ;.?6

Puring this last phase of the building of tta track to
Promontory Summtt, the Union Pacific construction oamps were
scatiered at different points on the east feee of the Worth -
Promontory Range and a% its eastewn base mear Blue Cresk. They
had such names as Painted Past, Eell's Half Aers, I-ast Chance,
Murder Guich, Cmissary Camp s ami Dea&fall T? Pictures of them

arg often confzmed. with Prmntory st the smmnit, and narrative

76. Robert M. Utley, “"Special. Report on Promontory Summit,
ttah {Golden Spike Natiomal Historic Site}," Nablopal Park Service,
Region Three Office, Santa Fe, ¥.Mexicu.,Feb, 1960, 56. This is an
excellont orientation report on the bullding of the transcontinental
#¥alliroad.

© 77. Utley, 573 Ltr., Mrs. Berajce Anderson to Roy E, Appleman,
July 15, 1966, Mra. Anderson is President of the Natiomal Golden
Spike Soclety, lives at Corimne, Utah, and has :Loug been & local
atudent of the folden Spike site,
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texts gbout Promontory often actuelly relate to one or the other of -
these comstruction camps. Tﬁe exact location of these camps needs ”

to be determined by researeh. Neadless {0 say, some of them were

tough, tough places,

Ag evidence of this, a ¥Mr. T. 0. Leary, correspondent for the

Sacramento Baily Bee, wrote a dispatch for his newspaper from

Promontory Summit on May 10, 1869 in which he described the
reputation.qf the Union Paeific comstruction camp about 6 miles
eastward of the sumpit when he arvived there on May 8. He said N
there wers many "hard cages" in the vicinity, including ome person
known as "Behind the Rock Johmny, the hero of 5 murders and
unmmbered robberies.” Speaking of the main construction camp
aear Blue Creek he sald there had been 29 murders there in one

month duriag the past winter, with 8 in e day.?g

Leary noted that the Union Pacific laid the last 1 mile of
track on May 9 to close the gap with the Central Pacific. This
left only the 56 feet of bare ground without either bies or rails
sepaz‘-ating the two lines. This gar was the length of twe ralls,
oene palr to be put in place by each company on the next day at the

time of the cersmony. s

78, Sacramento Daily Bee, XXV, Fo. 3808, May 13, 186g,

73, Robert L. Harrisz, "The Pacific Railroad--Unopen,” The
Overland Monthly, September 1869, 252. ——
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In bis dlspatch dated 10 May, Leary said there were 17 4ihsi.
at the swmit, half put up since his arrival 2 days befora,
Railroad boxcars wers baing used ag offices and boarding housas fop
some railrosd officials. He noted on May 9 that the last transfer
of passengers by stage between the Union Pacific and Central Paciric
lines took place, and that on that day 4O bags of mail welghing sboyt

3 tone were transferred from the Union Pacific to the Central Pacifie,

Another eye-witness of the May 10 céremcmy, Dr. J. b. B, Stilliman,

arrived at Promontory on the momming of Friday, May 7, aa a guest of
Governor Stanford on beard the Stanford Special, He said there vers
two or three tents pitched in the vicinify of Promontory Swmit for
the rendezvous of ruffians in the neighborhood. There were also

the tents of two telegraph operators of the two railroads within a
few rods of each other. Any tents and other buildjxxg_fagtures that
might have been near the summit earlier had been removed to the east
base of the Promontory Range, and as the day for the ceremony
approached the swwmit site wag one of open, upland desert gage brush

couniry, save for the two rajlroad grades and a few tents.ac

8. r. 5. D. B Stillman, "The last Tie,” The Overland Monthl- N
July 1589, 81. This is a most interesting and useful arbicle by one
who made the trip from Sacramento with Governor Standord, and was
wvritten almost irmediately after the return of the Californiz party
from the Golden Spike ceremony. Criswold says there were 2 tenis at
Promontory Summit on May 7 (A Work of Giants, 318). He places 14
tent saloons there on the 10th ip. 3Ly,

7
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The historic photogrophs taken at Promontory Summit on May 10
shov that most of the tents there were on the north side of the
railroad track. There were a fow, perhaps tbree or four ai most,
on the gouth side. The town of Promondory that grew up later at
this point wes mosily on the porth side of the track, and this fact
should be ﬁakéﬂ into acéo"xmf in the develwgnéﬁ‘hs at :‘Bhe' gite and

sﬁﬁsequent inter;}i‘éiéﬁion of the summlt aves.

It is importent in locating the Golden Spike site and
positioning the two replica locomotives, 1f they are constructed, i
to xnow that the meeting took place on the Central Pacific ya_de\)
which was the northern cue of the two at this point. The Union
Pacific grade ren to the south of the Cemtral Pacific seross the

swmit area, distant from 1t 100-200 feet.

| he connectlon was made ab the end of the Central Pacific
track at the summit becavse it hed its rails 1aid down Flrst and
the Union Pacific had to wake conmection to 1b. The historic
photographs show this condition clearly. A% the present tinme, the
county dirt-gravel road that runs wesi from the Gelden Spike site
is, I believe, on the aligmment of the originsl Union Pacific grade.
At the time of the ceromony, the Union Pacific grade 4id not have
ties or rails on it at the summdt, A siding approached the aspot

from the east but did not come gquite to the summit meeting point

on thils grade.
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I recommend that the Union Pacific grade be re-sphablished in
the immadiate vicinity of the Goiden Epile site as.enm historic
faotura. This will mean the cbliteration of the county road for &
short éistance fn this vicinlty wast.of

ite.

me Salﬂen Spixe Wﬂt was
:}us“ mth -::f i:he origiaal aentra}. Paciﬁc grade, Hﬁiﬂh becmne t&a
operstional line of the rallrcad. he actoal Junction site of the
2w Incomotives, thersfore, would be on the Centrs) Pacific grade,
wiich is still clearly visible, Just apposiie or on the north side
46 the momument. A United States flag vas raifed on 8 telegraph
pole on the south side of the lreck et the junetion point.” Thia
flag shovs in sevexal of tha historic pmﬁa taken ther wn
Hay 10 and later, and serves as & marker of the gite in tha chaug- -
ing sveme. A replica of this ftelegraph pole and 8 37~-stax flag /{/
should be Te-established heve as en historic festurs of the scene.

The phmtcgtanhs can m uged a8 mstoratiaa guides,

In ms,- 3.869, about 2 mnths after the &amn Spika Wﬂ}\

\

F1lidan Henry Jackson visited Promontory Swiﬁ and pmﬁogmm the \
site, The £lag on the Waph pole was r.ﬁll tuére. &ay a&siitional\
buildiegs dad risen on the north side of the f;r_aqk.al Tais picture |

15 sometines mistakenly reproduced as having been taken on My 10.

81, See p.100
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Leary reported from the site to his newspaper, the Sscromento
Daily Bee, in & dispatch written ox May 10, that the Uplon Pacific
broke ground on May § for 2 Y which locomotives gnd cars could
be tﬁrned around, and that the Central Pacific infended %o build a
turntable. He seid that the Central Pacific would have $o back

its trains 70 miles from the swasit before they eould turn amund.sz

Wine years after the joining of the rails, we know there were suill

important railroad activities at the summit, although many of the
structures that had hastily been erected there in the months
immediately following Mxy 18690 had dimappesred after the Junction
gelnt was moved to Ogden (5 miles west of Ogden) in November of that

vear. A gulde book of the transcontinental railread line, miblighed

in 18?’?, described some of the featuwres at the swmii, stating there

was a well kept sating house for reilrcad end train men and a 3-stall
roundhouse, as well as other bnildings%ig .

81. Wiilism Henry Jackson, Time Exposure: -The Aumbi% of
William g% Jackson, G.P. Putnam’s Sons, J9W 10TK, ' - .

F WOrk quotes irom @ diary Jeeckson ke \E, gf his journer from Omeho
and ono eniry indicatds that he was ab Corimne, Utah on Friday July 3,
1869, He mst bave been at Promontory Summit within s day or two of
that date. Lucius Beshe, The Central Pacific and Southern Pacific
Railrcads, Serkeley, Howall- " <y BBE & collection o
photographs of the Promontory cevemony, bud his captions and text are
not alweys accurate snd smst be used with discretion. e

82. Sacramento Pally Biee, XXV, fo, 3808, May 13, 1869. This
BAWSDAPET DX % vay L3, 3569 issuve & &ispateh written by
Ieary at Promontory on May 11 giving an acemmt of the situation, in
which he said, A1l im quiet at “the front’...the erowd hes deperted.”

83. Henry W. Willisms, The Pacific Tourist: Illustrated Jrans-
continental Cuide, New York, Hemxy W. Williams, 1678, 155-156, 164,
This volume noe wood cuds of views along the route and & time table

then in effect, The Caniral Paclific and subsequantly the Southern
Prcific maintained facilities there umtil after the ILucin Cut-off

was built in 19CH,
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The fare from New York to Sacramento, over the Uplon Pacifie
and Central Pacific limes from Omelm westward, in Moy 1869 was
$150,35 for the 3,377 miles. From Omzha over the Union Pacific
to Promontory Swuwmit was a distance of 1,086 miles; the fars at
74 a mile wea $76.02. From Promontory o Sacramento the distance

was 699 miles; the fare was $82.33, at 11,844 & mile.8ié

S

8. American Railroad Journal, Mey 29, 186G, XXV, To. 22,
vol. 42, 593,

There has been a maltiplicity of nomenclature in the literature
in referving to the meeting of the rails gils down through the years
yhot has persisted to the present. Fromeatory Summit, Promoniory
Point, and Promontory all have been used in varying degree. I was
surprised to note that nearly all contemporary accounis speaking of
the piace refer to it as "Promontory Point.” It seems desirshle to
me that this usage not be continued, and that all future references
to the meeting point of the rails be "Promontory Supmnit.” Promontory
Toint i3 a geographical feature whera the South Promomtiory Range
ends st Creat Jalt Take, spproximately 30 miles gouth of the summid
site in the saddle befween the Nortih and South Promontory Ranges.

The name "Promomtory,” I suggest, should be limited in our fulture
usage to mean the railroad station and town thai grew up at
Promoptory Summit after May 10, 1869,

This study is not concerned with the details of the events that
took place in the ceremeny om May 10, 1869 at Promontory Swmit. Ny
Perhaps the best secount thus far produced on thatl subject is In 4k//
J. ¥. Bowmen's two articles, entitled, “griving the Iast Spike at
Promontory, 1869," thst appeared in the Californiaz Higtorical Seeiety
cuarterly, Vol. XXVI, Hes. 2 & 3, June and Sept., L1057. AlsSO 386
tUtley, vrevisusgly ciked.




